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ABOLISH THE LABOR BOARD 


Since the Railroad Labor Board brought about a 
rescinding of the recent strike orders the remark is 
heard frequently that, after all, even without “teeth” 
in the law, the board was able to make itself felt and 
has proved that it is not a futile body. Such remarks 
can come only from those who do not understand what 
was done. If the board had shaken its fist in the 
faces of the men and told them they must not strike in 
violation of the decree of the board created to settle 
wage controversies, and, perhaps, showed them the con- 
sequences of their proposed course, then it might have 
been said that the board had availed and was far from 
being useless. But that was not what was done. The board 
did not use “teeth,” either the natural kind that are not 
in the law or an artificial set. It used sugar. It im- 
pressed on the men that the fear of further wage reduc- 
tions—which was the real cause of the proposed strike 
—was unfounded, for the reason that the board could 
not and would not take up demands of the carriers 
for wage cuts for some time to come. 

So we say there is no reason why the demand for 
the abolition of the Labor Board—which was suspended 
for a time on all sides because it was felt that the board 
ought to be permitted to work out a strike solution if 
it could—should not be resumed. The board, as such, 
has not shown itself to be effective. It has merely 
served to avert a strike by giving assurances to the 
strikers that it had no right to give. It has thus fur- 


nshed another reason for its abolition, if one were 
needed. 


There is considerable talk now of merging the 
Labor Board in the Interstate Commerce Commission— 
another way of saying that the Commission ought to 
have the power over wages that it has over rates. There 
'S much to be said im favor of that plan, of course. It 
would, for instance, make impossible such an anomalous 
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situation as we have now, where the Commission is 
reducing rates on the theory that there will be wage 
reductions and the Labor Board is giving assurances 
that there will not be wage reductions. But there are 
objections to it also. They were pointed out by Mr. 
Clark, former chairman of the Commission, and by 
others at the time the present transportation act cre- 
ating the Labor Board was under consideration in Con- 
gress. We see no necessity for choosing between the 
plan of a Labor Board and that of the Interstate Com- 
Commission with jurisdiction over wages, 
for we think there should be no government regula- 
tion of railroad wages. We want the Labor Board 
abolished. We want the theory of private opera- 
tion of the railroads to become a fact. It cannot 
become so with everything they must do or may 
not do regulated by the government. There is ‘no 
more reason for regulating the price of railroad labor 
than for regulating the price of railroad ties or steel 
rails. It would be impossible to get through Congress 
—so cowardly with respect to the labor vote—a pro- 
vision putting real teeth in the provision for a Labor. 
Board; but even if that could be done we should still 
be against the plan. We think most persons competent 
to judge of transportation matters are against it, as .wit- 
ness the resolutions recently adopted by the Traffic 
Club of Chicago. In a mail vote, 340 of the thousand 
members of this club voted for abolition of the board 
and only three voted to retain it. The vote was not 
full, but it was representative, the club being composed 
of -both railroad and industrial members. We have not 
analyzed the vote, but it is fair to assume that both 
classes of members voted. At least neither class voted 
in the negative. What is true of one group of this sort 
is bound to be true of other similar groups. 


The Labor Board has had its big chance and has 
fallen down, both in the matter of showing that it has 
real power and in that of exhibiting a proper conception 
of its own function and dignity. A board might be 
appointed that would be an improvement in the matter 
of preserving its dignity, but under the present law 
there could be no board with any real power. Besides, 
the adjustment of its affairs with the men it hires be- 
longs to the railroad, as in any other business, and not 
with a lot of government officials, some of whom are 
not competent to deal with the subject and all of whom 
are bound to be more or less influenced by political 
considerations. 
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Gulf, Mobile 
& Northern R.R. 
Daily Fast Through Freight Schedules 


BETWEEN 


POINTS in the EAST, NORTH, and WEST, 


AND 
South, Southwest, Mexico, California Terminals 
and Gulf Ports 


in connection with I. C. R. R., L. & N. R. R., M. & O. KR. R., N.C. & 
St. L. R. R., via Jackson, Tenn. ; Frisco lines via New Albany; A. & V.- 
Vv. S. & P. Rys. via Newton, Miss., and Shreveport, La.; diverging 
rail and steamship lines via Mobile and New Orleans. 
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SOUTHBOUND 
LEAVE: TRAIN TIME MILES 
ga 8 Jackson, Tenn. 71 4:30 p. m. 0 
ort tnt Sf QAROLANA New Albany, Miss. 71 12:30 p. m 88 

rae fa eae / ARRIVE: 
K A\N/S as” gol ES Ya i Meridian 71-29 8:25 p. m. next day 261 
ew an es re ae —s Mobile 71 4:10 a. m. 2nd day 409 
ome Ul eee New Orleans (N. O. & N. E.) 58 5:40 a. m. 2nd day 448 
a \ Shreveport (A. & V.-V. S. & P.) 55 5:80 p. m. 2nd day 528 
% Sk Cotumbi \ 
gy —~ Oh Fi =~ 4 NA) LEAVE: NORTHBOUND 
: ; ‘ia Shreveport (A. & V.-V. S. & 52 


Mobile 72 : 
Meridian 80-72 *7:35 
ARRIVE: 


P.) 3:00 p. m. 

New Orleans (N. O. & N. E.) 52 9:40 p. m. 
0:00 p. m 

a.m 


New Albany 72 *12:30 a. m. 2nd day 
Jackson, Tenn. 72 *8:00 a. m. 2nd day 
*next day 





The foregoing are actual operating and NOT paper schedules, of- 
fering a dependability of service indispensable in the handling of 
Intercoastal and Export shipments to clear from Gulf ports on speci- 
fied sailing dates. No special advices or arrangements necessary, as 
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= these services are given on all through shipments regardless of the 
as commodity. 
\ oS 
\ “THE ROAD OF SERVICE” 

\ 





The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. ; 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. e 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association an 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 


J. A. SIMMONS, General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway Agent os SS the C. I, & W. R, R. at any of the following points, where we have 
enera ents : 
Cc. L & W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 1210 Barclay Bldg., New York 
33@ Reisch Building, Springfield, Ill. 337 Marquette Blidg., Chicago 728 Monadnock Bldg., San Franeisco, Calif. 
894 Arcade Building, St. Louis, Mo. 312 Park Bidg., Pittsburgh, Pa. 509 Wesley-Roberts Bldg., Los Angeles, Calif. 
107 Railway Exchange, Kansas City, Mo. 41 Porter Bidg., Memphis, Tenn. 514 Colman Bidg., Seattle, Wash. 
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WAGE AND RATE REDUCTIONS 

The indications are that the carriers, notwithstand- 
ing the assurances given by the Labor Board to the rail- 
road employes, who were threatening to strike, that 
there will be no further wage reductions at this time, 
and the request of the board to the railroad executives 
to withhold applications for further wage cuts, are in- 
tending to proceed with their program for more wage 
cuts, thus throwing the responsibility for present wages 
on the Labor Board, where it belongs. The indications 
are also that the carriers will refuse to make farther 
rate reductions, except as induced by competition or 
other considerations of benefit to themselves, or as com- 
pelled by the Commission, until there can be reductions 
in operating costs that will permit such reductions. It 
has not yet been decided, however, as we understand it, 
whether or not to apply this latter resolution to the 
western grain case, in which the Commission recom- 
mended, but did not positively order, reductions on west- 
ern grain, the recommendation being based, in part, on 
the theory that there would be farther cuts in railroad 
wages. 

We believe the carriers, in their position, have. the 
sympathy of the public—at least, of that part of it that 
understands the subject—and that they will retain that 
sympathy as long as they act in manly, straightforward 
fashion. 

It will be interesting to note with what degree of 
rapidity the Labor Board now disposes of the contro- 
versy before it as to working rules, the disposition of 
which, it has said, must come before it will consider 
further proposals to reduce wages. ~ It will also be in- 
teresting to note what the Interstate Commerce Com- 
mission, in view of the attitude taken by the Labor 
Board, will do about other reduced rate cases before it 
—notably the hardwood lumber case—which it had been 
expected to decide along the lines of its decisions in the 
western live stock and grain cases. 


LOCAL TRAFFIC LEAGUES 

The annual meeting of the Chicago Shippers’ Con- 
ference Association serves to call attention to the pos- 
sibilities of benefit from local associations of industrial 
trafic men. ‘There are similar organization in New 
York and elsewhere. They are really local traffic 
leagues, their purposes and plan of operation being 
similar to those of the National Industrial Traffic 
League. Why not, then, call them traffic leagues, in- 
Stead of shippers’ conferences, and affiliate them with™ 
the national body? It seems to us that such a course 
would not only be logical but could be productive of 
the highest sort of benefit. A national body with local 
leagues in all cities of importance would furnish the 
best possible organized medium for dealing with the 
carriers for mutual benefit and the good of the public. 


GOVERNMENT TRAFFIC BUREAU 
The action of General Charles Dawes, President 
Harding’s director of the budget, in organizing a gov- 
‘rnment traffic bureau will commend itself to the kind 
of men who read this magazine. They will realize the 
great benefit to be obtained for the government in 
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having its immense traffic of all kinds looked after by 
experts and will have an added respect for a govern- 
ment that appreciates the necessity for what is virtually 
a traffic department with a traffic manager. Govern- 
ment is usually much slower than business to adopt 
efficiency methods, but, in this instance, many business 
men who ought to know better what they could ac- 
complish in saving through properly organized traffic 
departments, may take a lesson. 


DOMINATION OF THE COMMISSION 
We have had occasion several times to quote, in 
these columns, from bulletins issued by a certain con- 
fidential bureau in Washington. We present herewith 
another bulletin issued under date of Oct. 22. 


The immediate railroad policy of the government is being 
dominated by Mr. Herbert Hoover. It is the belief of Mr. Hoover 
that a general attack on organized labor at this time is inad- 
visable and that the disintegration or serious weakening of exist- 
ing organizations would lead to the formation of radical agencies, 
the tactics of which would be destructive. This means that the 
administration has devised a temporizing policy, the almost cer- 
tain effect of which will be to prevent an organized railroad strike 
at this time. The Cabinet discussed yesterday seizure and opera- 
tion of the roads by the President, under his technical war 
powers, but the plan was rejected as psychologically unwise. The 
administration program, as at present visioned, roughly is: a. 
Assertion by the Railway Labor Board of its jurisdiction and au- 
thority. b. Employment of the injunction to make operative the 
orders of the Railway Labor Board. 

The program involves, as contributing features: (1) rate 
reductions by the Interstate Commerce Commission. These re- 
ductions, in certain cases now before the Commission, have al- 
ready been voted for and the orders are being put into legal form. 
They should be issued not later than Wednesday next; (2) oppor- 
tunity for the labor leaders to retire gracefully from their ad- 
vanced position on an understanding that additional wage de- 
creases will not immediately be permitted and, possibly, that 
some system will be evolved for recognition in wage-fixing of 
sectional differences in the cost of living. Although the solution 
thus proposed is a “solution of expediencey” there is to be no 
weakness in the actual application of it. In other words, if it 
does not work, the maximum power of the government will be 
employed to keep trains moving and the evidence is overwhelm- 
ing that the strike could not succeed. The Department of Labor 
is being ignored and its powers of mediation will not be invoked 
by the administration. A tentative proposal has been made for 
emergency legislation by Congress providing for compulsory ac- 
ceptance of the decisions of the Railway Labor Board, which 
means putting back into the transportation act the “teeth” which 
Senator Cummins was forced to extract when the law was 
originally enacted. 


It is not our purpose to glorify or advertise the 
bureau that sends out these bulletins. Neither do we 
know whether all the things it says are true or where 
it gets them. But, in so far as we are acquainted with 
the facts, the information given out by this bureau 
agrees with our own. We are, therefore, somewhat 
disposed to give it credence as to matters it discusses 
about which we may not be fully informed. It is in- 
sistent that the administration is dominating the Com- 
mission. We have already shown that there are many 
indications of such a state of affairs. Its outline of the 
administration plan for settling the strike accords with 
our knowledge of that plan. It had advanced knowl- 
edge—as did others—of the forthcoming decision of 
the Commission in the western grain case, which was 
given out the very day this bulletin was issued. Its 
information as to the plan of the government to treat 
the strike, if it occurred, by the injunction method, was 
correct. Therefore, we say, it carries some weight when 
it speaks about the relations between the administra- 
tion and the Commission. Our own information does 
not really go farther than circumstantial evidence con- 
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sisting chiefly of the fact that the Commission has done 
what the administration has advocated and that it 
would seem that there was no other adequate explana- 
tion for its having done so. 

Yet there is a glaring inconsistency in the expose 
of the administration plan. That plan, as we under- 
stand it, as presented by the bureau we have referred 
to, and as carried out by the Commission, provided 
for certain reductions in freight rates. The justification 
for these reductions and the thing that would make 
them possible was supposed to be the sympathetic pub- 
lic sentiment that would thereby be created in favor of 
the carriers’ position that there must be further reduc- 
tions in wage costs. And yet the Labor Board, in set- 
tling the strike, assures the employes of the railroads 
that there will be no further wage reductions for some 
time. We wonder if some of the parties to the admin- 
istration policy did not see where this would lead to 
and if, now that the inconsistency has been made plain, 
the administration and the Commission will go on with 
further rate reductions. 


PER DIEM ON INDUSTRIAL ROADS 


Several of the industrial roads on which it was proposed to 
apply the demurrage rules ordered by the Commission in the 
Birmingham Southern case (61 I. C. C. 551-558), succeeded in 
getting the Commission to reopen certain phases of the second 
industrial railways case so that their protests against the ap- 
plication of these rules on their lines could be recorded. Ex- 
aminer H. H. Hartman heard the protests of the Illinois North- 
ern, October 28, and those of the Pullman Railroad Company, 
October 31, in Chicago. The order in the Birmingham Southern 
case required the trunk lines and their connecting switching 
lines to establish relations as to per diem, reclaim and demur- 
rage in accordance with the Railroad Administration’s circular 
CS-59, under which no reclaim would be allowed, three days’ 
free time being substituted, one of which accrued to the switch- 
ing line and two to the industry. 

The Pullman Railroad’s protest against that proposal had to 
do mainly with the practice of the trunk lines with which it 
connects of delivering loaded cars to the switching line between 
the close of the business day and midnight, when the free time 
began to run against the switching line. J. T. Morrison, vice- 
president and manager of the Pullman Railroad, said it was im- 
possible to deliver any cars before seven in the morning and that, 
consequently, the industries’ free time could not begin to run 
until the following morning. “Therefore,” he said, “the Pull- 
man Railroad spends its entire free day in delivery and must 
pay per diem and demurrage on the time it takes to return the 
car, either empty or loaded.” 

Mr. Morrison testified that, besides the Pullman Car Com- 
pany, there were fourteen large industries located on the tracks 
of his line and that the car company, which owns the railroad, 
received no better service or lower charges than any of the 
other industries. 

“If the proposed rules are put into effect on the Pullman 
Railroad,” he said, “they will operate confiscatorily. In a short 
time the financial loss would eat up the road. Had these rules 
been in effect in 1920 a net loss of $38,267 would have resulted; 
for the first 8 months of 1921 the loss would have heen $2,822.” 
Mr. Morrison pointed out that a large part of the movement on 
the Pullman Railroad is intra-terminal on which no reclaim is 
allowed under the present practice. 

Representatives of the Illinois Northern proposed that, in- 
stead of the Birmingham Southern rules being applied to their 
road, the Commission supervise the per diem and reclaim prac- 
tices so that the average reclaim allowed could be varied as con- 
ditions demanded. This, they said, would do away with the 
most objectionable feature of the present rules which make it 
possible for one switching line to operate under a high reclaim 
allowance based on an abnormally congested period, while an- 
other operates under a low allowance because data was collected 
during a subnormal traffic period. 


Examiner Hartman heard the objections of the Manufac- 
turers’ Junction Railway and the Chicago Short Line Railway 
against the proposal to apply the Birmingham Southern per diem 
and demurrage rules on those roads, in Chicago, November 2. 
The Junction railway objected on much the same grounds as 
did the Illinois Northern and the Pullman railroad at earlier 
hearings. W. C. Ransom, superintendent, said that the present 
per diem and reclaim system was the proper one to use and that 





THE TRAFFIC WORLD 


Vol. XXVIII, No. 19 





the application of the CS-59 rule would cause a revenue loss, on 
the basis of last year’s business, of $13,467 a year to the Many. 
facturers’ Junction. The line, he said, was owned by the Western 
Electric Company, but served several other industries and cop. 
nected with five other railways, from which it received a switch. 
ing absorption of $6 a car of 60,000 pounds, and 17 cents a ton 
over that minimum. He said the average demurrage paid by his 
road was $1.08, which had to come out of these meager revenues 
and that, in consequence, the road had lost $44,000 in 1920. Ip 
1917, he said, the Junction earned 7 per cent; that was the only 
year in its existence that the earnings had gone above 6 per cent. 

The objection of the Chicago Short Line road was based on 
different grounds. It was contended by John S. Burchmore, at. 
torney for that line, that it had never been found by the Com. 
mission to be an industrial road. He said there was nothing 
in the stock ownership or the management to make it possible 
to call it such and said he was at a loss to understand why the 
Commission had included it in the Birmingham Southern order, 
Since the order in that case was contemplated only to apply on 
industrial roads, he asked that the Short Line be exempted from 
its provisions. 


TRUCK-RAILROAD CO-OPERATION 


Co-operation between the railroads and motor truck trans- 
portation agencies is the only way to solve the truck problem, 
according to Gerrit Fort, vice-president of the Boston & Maine 
Railroad, who took part in the discussion of the subject at the 
annual meeting of the Associated Industries of Massachusetts in 
Boston. Stephen G. Thomson of the White Motor Truck Com- 
pany spoke on the subject from the truck manufacturers’ point 
of view, and Philip Cabot of White, Weld & Co. from the point 
of view of the public. 


. “It is a practical impossibility under the regulations which 
hedge about railroad rates to undertake to make tariffs generally 
applicable which will meet the truck charges, unless we make 
them so low as to be unprofitable,’ said Mr. Fort. “When the 
time comes for a general rate reduction we shall get back part 
of the business we have lost to the trucks, provided we give 
adequate service; and we must bear in mind that service is a 
factor quite as important as rates. This is by no means a mat- 
ter of sentiment. If the truck can furnish better transportation 
than that provided by the railroad at the same cost, or if it can 
provide transportation as good as that provided by the railroad 
at less cost, it is bound to get the business. The user of trans- 
portation has the right to purchase it in the open market at the 
most favorable terms, but should be sure that he is getting the 
most favorable terms in the long run.” 


The Boston & Maine has reduced many rates, including ex- 
press rates, those on wool and on sand and gravel, and it has 
also reduced its ferry-car minimum from 12,000 to 8,000 pounds 
in order to get back some of its short-haul business, said Mr. 
Fort. No general reduction in class rates is contemplated, how- 
ever, he said, because such a reduction would “emphasize any 
maladjustment which may now exist between carload and less- 
carload traffic.” If rates could be lowered and raised at will 
something could be done by the railroads to keep pace with truck 
competition, the tariffs for which are neither scientifically 
sound nor adequately supervised, according to Mr. Fort. “But 
the public has wisely decreed that all railroad rate changes must 
be submitted to the appropriate tribunal, state or federal,” he 
said. 


“The truck has come to stay,” he continued. “It represents 
an economic change in transportation conditions which is little 
short of revolutionary. All that the railroads can expect is to 
have it regulated as they are regulated in the matter of its in 
come and expenses, and enlightened self-interest, as well as a 
spirit of fair play, may be depended on to crystallize public 
opinion accordingly. There is no use fighting the motor truck. 
On the other hand, truck manufacturers and truck operators 
cannot hope to take the place of the railroads. The results of 
hothouse propagation and hot air propaganda are evanescent and 
unsatisfactory, and I have no doubt that most of the respons! 
ble corporations and individuals engaged in the truck industry 
realize that in the long run they will be better off if they seek 
to supplement railroad service rather than to supplant it. 


“What railroad men should study is the best way to co 
ordinate their own facilities with those afforded by this neW 
factor in the field of transportation. I am-reminded of the 
philosophy of an old-time western politician who used to say 
of his political opponents, ‘If you can’t beat ’em, jine ’em. 
Within their own field the trucks are unbeatable. Can’t we 
‘jine’ ’em?” 


er 


PETITIONS FOR REHEARING 


Complainant in 11685, Early-Foster Co. vs. Southern Pacific 
et al., has asked the Commission to grant a rehearing in that 
case, and also to amend the complaint. 

Defendants in No. 11375, Meyersdale Smokeless Coal Co. 
vs. B..& O. and Director-General, have asked for a rehearils 
and reargument. 
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Current Topics 
in Washington 





Work of Walker D. Hines——American technical men, accord- 
ing to Walker D. Hines, former Director-General of Railroads, 
now arbitrator for the distribution of German, Austrian and Hun- 
garian shipping among the new nations set up by the treaty of 
Versailles, are achieving considerable success in the reorgani- 
zation of Europe. They are able to do that because the Euro- 
peans, even when expressing their old hates, recognize that the 
Americans can have no interest in their political slants. Euro- 
peans, trying by direct negotiations in mixed commissions, or 
otherwise, are not achieving such measures. of success. They do 
not trust each other now any more than they did before the war, 
or since the making of the treaty of peace. The former Director- 
General has completed as much of the work falling to him as 
sole arbitrator as he can. He has distributed the ships on the 
Rhine, the Danube and the Elbe. Distribution of shipping on the 
Oder he could not make, because the upper Silesian question is 
no nearer settlement now than it was at the time when Frederick 
the Great and Maria Theresa tried to settle the question. When 
there has been a settlement of that question, Mr. Hines may 
have to go back to Europe, take up the questions as if they were 
problems such as he has seen the Commission dispose of, and 
then hope he will be more successful than his predecessors. In 
a talk with newspaper correspondents in Washington soon after 
his return, he discussed his work, carefully avoiding, however, 
the political phases, which are the curse of all European ques- 
tions. His work was not political. It was purely one of deciding 
how much of the store of ships the new nations were entitled to 
take out of the old home for use in setting up housekeeping for 
themselves. In disposing of such questions, Mr. Hines took the 
performances of the “redeemed” provinces: prior to the war and 
told them how much shipping they were entitled to receive from 
Germany, Austria or Hungary. As to shipping on the Rhine, 
France claimed 800,000 tons. Germany admitted she should give 
France, on account of Alsace and Lorraine, 110,000 tons. Hines 
gave France 275.000 tons. Apparently Germany lost less than she 
expected, and France obtained more than -she had hoped for. 
Therefore both are as happy as they can be—when they can for- 
get the buffetings they: have given each other since their first 
separation about 1,200 years ago. Physically, Mr. Hines said, the 
railroads in France and Germany seem to be on their feet again, 
but financially they are in bad shape. Their rates have never 
been made high enough to cover the cost of operation. In eastern 
Europe they are in bad condition both physically and financially. 
There has been no distribution of rolling stock among the new 
nations such as there has been of ships. Therefore no nation will 
allow its equipment to cross the frontier. Trans-shipment must 
be made, which makes the doing of business almost impossible. 
No nation having equipment will keep it in repair, fearing that 
what it puts on to keep it in repair will be lost to its hated 
neighbor. A mixed commission of Europeans has been working 
on that problem for two years, but has not allocated a single 
car or engine. The members of the commission cannot forget 
the political slant. American technical men, advising the govern- 
ments of some of the new nations, have been able to break down 
afew of the barriers erected by those who could not forget the 
politics of the matter. One American was able to get engines 
through Hungary for Jugo-Slavia or one of the other new Balkan 
States, although the officials of that country just knew Hungarians 
would take possession of them. But the number of Americans 
in Europe is too small to make arrangements for a restoration 
of trade routes and the joint use of facilities that will assure a 
quick restoration, without which the United States will not be 
able to do business again with the wreckage in central Europe. 
Mr. Hines said that Roland W. Boyden, the American observer 
on the renarations commission, has been able to do much good, 
because his advice had been shown, on more than one occasion, 
to be that of a man interested only in getting the new countries 
on their feet and showing the scrapping Europeans that they 
Will all die if they do not act on the principle that each needs 
the other. Mr. Hines expects to remain in this country, except 
for a few trips if, and when, he has an opportunity to make a 


Stab at distributing boats on the Elbe. He has returned to the 
Practice of law. 





An Editor Needed by the Commission—The Commission 
needs an editor. However, it has not sent out a hurry call for 
one. The fact that there are frequent typographical blunders 
M its reports is probably irritating to those who may be the 
Victims. They, however, are insignificant in comparison with 
the fact that there are decisions and informal rulings that do 
hot appear to walk together. The disagreements also seem to 
— in some of the formal decisions. For instance, in the 
a ume of reports just preceding the current one, there are two 
cisions as to what constitutes a reasonable rate on clean rice 
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from Beaumont, Tex., to New Orleans. In 63 I. C. C. 152 the 
reasonable rate is set down as 12 cents per 100 pounds, exclu- 
sive of the August 26, 1920, increase. In that same volume (page 
42) the reasonable rate is set down as 11.5 cents. Were there 
such a conflict in statutes, the later would prevail. In this con- 
flict, however, both rates were made on July 25, 1920. Perhaps, 
in the disposition of fractions under Ex Parte 74, the difference 
of half a cent per 100 pounds disappears. Of course, half a cent 
is only $3 a car of 60,000 pounds, but, if a mill is forwarding 
1,000 cars a year, it amounts to a sum great enough to worry 
the bookkeeper. The Commission, like every other body that 
makes decisions that are reported, has reason to expect its opin- 
ions to be used to prove diametrically opposite contentions. That 
arises from the fact that only a few words have an exact mean- 
ing even when used under certain definite conditions. Figures, 
however, are exact things, and 11.5 cannot be imputed to mean 
the same as 12 cents. 





Fourth Section Violations—Commissioner Campbell’s dis- 
sent in the recent Anaconda copper case, in which was involved 
a question of reparation on account of a rate in violation of the 
long-and-short-haul part of the fourth section, has served to raise 
a question as to how soon the Commission intends bringing a 
few prosecutions on account of the violations of that part of the 
law. It holds stoutly to the proposition that the shipper cannot 
recover, except by direct proof of damage, because there is no 
presumption of damage attaching to a public wrong, or words 
to that effect. The charging of a higher rate for a longer than 
a shorter haul, according to the Commission, is a public wrong 
for which the government might punish the carrier by means of 
a fine. If the disregard of the fourth section is a violation of 
the rules prescribed under the sixth section., then a penalty rang- 
ing from $25 to $500 may be exacted. If it is necessary to find 
a penalty under the general penalty part of the law, then a fine 
as high as $20,000 may be imposed. Judge Landis, it will be 
recalled, achieved more notoriety a few years ago by imposing 
a fine of $29,000,000 on the Standard OOil Company for accepting 
rebates, than he recently acquired by “panning” Babe Ruth. He 
fined the Standard under the general penalty clause of the act 
to regulate commerce. He made the blunder, however, of saying 
that each barrel of oil in a car constituted a separate offense 
because it constituted a shipment. Of course, the fine did not 
stick because a barrel in a car with other barrels all moving 
under one bill of lading is no more a shipment than is a 
grain of wheat in a carload. Judge Landis may have suspected 
that, but imposing a fine of $29,000,000 made a good story. If 
the Commission could bring a prosecution for violation of the 
fourth section before a judge willing to obtain advertising in that 
way, it might persuade him to impose a fine of $10,000,000 or 
$100,000,000 in a case of that kind and thereby serve to call em- 
phatic attention of tariff-publishing agents that there is a long- 
and-short-haul clause in the fourth section that must be obeyed 
if the railroad is to remain solvent. Of course, there are men 
who believe that if a solvent man steals a scuttle of coal from 
his neighbor not only may he be fined for the public wrong, but 
the owner of the coal may obtain judgment for the value of the 
stolen coal, if it is not returned to him. But the Commission 
thinks the rule is different when it comes to the money a carrier 
collected by means of a rate specifically forbidden by law. 





Reconsignment Charge for No Service.—Now that business 
is being done on a closer margin than in the flush days of the 
war and the post-bellum boom, the collection of reconsignment 
charges at rate-breaking points where the carrier performs no 
service for the shipper is attracting attention. The opinions of 
the Commission on the point are not clear except that it seems 
to think that a combination on a rate-breaking point cannot be 
used except on condition that a reconsigning charge is paid, even 
when no extra service is performed by either of the carriers. 
It is said to be the common practice at rate-breaking points for 
a carrier that has delivered a car to the consignee on his own 
sidetrack, to call for a reconsigning charge of $7 a car, if the car 
is sent out over another railroad, under new billing in the prep- 
aration of which the first carrier had no part and as to which 
the second carrier performed no service other than acknowledg- 
ing the receipt of that car. In the hurry of the war, when it 
was believed that shipments through rate-breaking points caused 
delays to equipment, the Commission seemed to sanction that 
species of exaction for no service at all in plain violation of the 
principle in the Supreme Court’s decision in the Clark Brothers 
Davenport coal case. It is admitted that when a man having an 
office in St. Louis or Louisville asks a railroad at Cincinnati to 
send on a car arriving at that point, under new billing, the car- 
rier has performed a service for which it should be paid. That 
is a reconsignment, though not of the ordinary kind, because the 
shipper has not taken possession of the car, simply because he 
has no agent at the rate-breaking point. But it is argued that 
when a man at Cincinnati has a car sent to him on his sidetrack, 
or even on the public team track, by the Louisville & Nashville, 
that carrier is through with the transaction when the man pays 
its bill and has performed no service for him if, after it has 
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received its money, the man presents a bill of lading for that 
car to the Big Four and asks its agent to sign it. If the trans- 
action were taking place at the frontier of one of the new states 
in Europe, it might be proper for the Louisville & Nashville to 
exact a penalty because the shipper had not unloaded the car, 
called for new one and then piled the lumber back on again. 
But the Clark Brothers case was supposed to have got rid of the 
contention that there must be actual unloading and reloading of 
a car at a rate-breaking point to enable the shipper to take ad- 
vantage of the fact that at certain places rates break. The prac- 
tice of the railroads, under the opinions of the Commission, is 
likely to be made the subject of formal complaint. Then, if the 
shippers cannot be relieved from such an exaction, they will prob- 
ably include in their next list of things to be put into a revised 
interstate commerce law a prohibition against such a practice. 


Hoover and Wallace in Rate Cases.—Secretary Hoover, who 
has been one of the foremost of the Harding administration work- 
ers for reductions in rates, is a stickler for the proprieties. He 
appeared before Commissioner Lewis and Special Examiner Pitt 
the other day in the fish conference, on the understanding that 
it was not a formal case between two conflicting interests. He 
said the Department of Commerce was equally interested in the 
railroad and in the fish industry, implying that, therefore, he 
should not take sides. Secretary Wallace, of the Department of 
Agriculture, however, appeared in the western grain rate case as 
a witness, taking the side of the farmers. As head of the depart- 
ment that looks particularly to the interest of the farmers, he 
seemed to think it was perfectly proper to appear as a witness 
for the shippers of grain who, it might be remarked, are seldom 
the growers of the grain. He did not appear solely as a bearer 
of facts. He came to express opinions, and, therefore, in a sense, 
as an advocate of lower rates on grain and grain products, re- 
gardless of the fact that such lower rates might be injurious to 
the interests of other Americans who also help pay his salary 
and keep up the organization of which he is the head. 


S. P. Boats for Houston.—Reversal of Houston commercial 
interests on the proposal of the Southern Pacific to extend its 
service to Houston is likely to attract attention in every port on 
the three coasts. The whole matter has been one of embarass- 
ment to the traffic manager of every city involvéd. It compelled 
him to guess what would be the better interest of his community 
—whether to pin his faith on the line in operation and depend 
on it to give adequate service, or to back the proposal of the 
newcomer and run the risk of having the existing line put out 
of business by the competition and then being left with only 
that service which the displacing line might think adequate, but 
wich might be much less than the displaced line gave when it 
was eliminated. All his guessing has had to be done on the 
assumption that there could not be developed enough business 
for two lines. Should the prospective competition result in the 
development of business enough for the two lines, then the fears 
that each adviser has entertained would be found to be ground- 
less. In the Houston case it was not a case of the traffic man- 
ager changing his mind, but of a new traffic manager having an 
idea unlike that of his predecessor. A. Ei. i. 


RATES ON SEA FOODS 


The Traffic World Washington Bureau 


A conference between carriers and shippers on the ques- 
tion of rates on fish and other sea foods was held in the con- 
ference room of the Commission November 1. Commissioner 
Lewis and Special Examiner R. V. Pitt presided. Mr. Lewis 
told those participating in it to forget that he and Mr. Pitt 
were present. He suggested, in what seemed a mildly reprov- 
ing way, that apparently they had never before tried to get 
together. The Commission, he suggested, hoped that all the 
shippers and all the carriers would get together with a view 
to coming to understandings about rates so as to avoid formal 
cases. The conference grew out of a conference held last spring 
at the Department of Commerce. 

Charles E. Cotterill of Atlanta managed the conference for 
the fish men. At the morning session he had Gardner Poole, 
president of United States Fisheries Association, and Dr. Louis 
Radcliffe, of the bureau of fisheries of the Department of Com- 
merce, tell about the low estate into which the industry had 
fallen since the beginning of the slump in business about a 
year ago. Mr. Cotterill said the fish men contended that the 
high rates were a large factor in causing the poor condition 
of the fish industry and that he expected to prove that that 
was the fact. He said that contention often had been put for- 
ward, but no particular effort had been made, in respect of 
some of the complaining industries, to prove that the rates 
caused the trouble. The fish industry, he said, would not be 
one of that kind. It would undertake to support its contention 
with facts such as would be brought forward in a formal case, 
so that the railroad men would know that the complaint of the 
fish men was not being made in the general hope that, in. the 


event of general reductions, they would get what was. coming 
to them. 
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Secretary Hoover, of the Department of Commerce, spoke 
at the fish conference at the afternoon session of November ], 
He said the great quantities of fish on the coasts of the Unite 
States had never been exploited as a source of food, as ought 
to be done or as had been done in other parts of the world. He 
hoped that the conference would result in an understanding be. 
tween the railroad and fish industries under which they could 
work together for the benefit of each and the extension of the 
use of fish as food. 


“The Department of Commerce is interested in both indus. 
tries involved in this conference,’ said he. “I did not expect 
to have anything to say. Therefore I have none of the great 
mass of information on the subject in the possession of the 
Department of Commerce. We are interested, however, in the 
construction of a bridge over which the two industries can pass 
to a better understanding, so that the use of fish, especially the 
lower priced, can be increased.” 


Fishermen and fish distributors from all parts of the coun- 
try were called to the witness stand, before W. A. Terry, of the 
New York Central, who had taken the leading part on behalf 
of the railroads, suggested that the problem;was so complex that 
little progress could be made by a continuance of the conference, 
Facts had been brought out, he said, the significance of which 
he could not grasp. In fact, he said, not-half of the matters men- 
tioned had ever been brought to his attention, even indistinctly, 
Therefore, he suggested, a good plan might be to have a com- 
mittee of fish men in a particular territory meet with a commit 
tee of railroad men to thresh out the troubles in that territory, 
He made that suggestion after he and C. C. Robbins, of Chicago, 
had had a bootless argument as to the refrigerator service on 
fish between Chicago and Buffalo, Robbins asserting that there 
was none and Terry asserting that never. in the history of 
railroading had there been such good service between Chicago 
and New York, with segond morning delivery in Buffalo and 
third morning ictivers 2k New York. That is, to freight, what 
eighteen-hour passengér trains were to passenger service in 
pre-war days. The argument was futile because it finally came 
out that Mr. Robbins was talking about L. C. L. refrigerator 
service and Terry was talking about carload refrigerator service. 
The latter did not know about the facts with regard to L. C. L. 
service, but said he felt sure there was such a service on dairy 
products, when the volume was large enough to warrant it. The 
fish men seemed to think that that declaration about a service 
for dairy products was an admission against interest which the 
railroads would not have made had they been more careful. 


Objection to committee meetings was made by Charles E. 
Cotterill. He objected to his clients being remitted to the ordi: 
nary freight rate committees, because they are not empowered 
to consider national economic questions such as he insisted this 
one was. Commissioner Lewis agreed with Cotterill that the 
questions were broader than the scope of the employment of the 
committees and that, if such conferences were held, they should 
be conducted by responsible traffic executives. 


W. B. Melitio, of St. Louis, a fish distributor, said the rates 
were so high that they circumscribed the area of distribution. 
He said that on oysters from Sayville, L. I., to Tulsa, Okla., the 
increase in freight since pre-war days had been more than 100 
per cent. To obtain that, he took the carload rate from Sayville 
to St. Louis and added to it the less than carload rate from St. 
Louis to Tulsa, using the percentage figures to obtain his total 
of more than 100 per cent. 


Fishermen at Montauk Point recently have had to set free the 
whiting fish caught in their nets because the market was 80 
low they could not pay the express rate of $1.09 to Fulton Mar- 
ket in New York City and get anything for their labor, said 
Mr. Vail, a fisherman. Prior to the express business of the Long 
Island Railroad being taken over by the express company, he 
said, the Montauk Point fishermen had freight service that was 
satisfactory. A representative of the Long Island Railroad said 
the service was not satisfactory to the railroad because it il- 
volved a float service from Long Island City into New York. 
Now the fish are taken by wagon into the city from the express 
platform. He said the movement of fish from the Point may be 
50 boxes one day and 500 the next. To send them by freight. 
he said, would require the running of a freight train out of the 
Point at night, for which there would be no business other thal 
the fish, because Long Island’s freight service is a local pick-up 
and deliver and it must be done in the daytime. He admitted 
that freeing fish was not at all unusual. 


William Calvert, of Seattle, suggested that, if rates were 
lower, the distribution of Pacific coast fish would be increased. 
Pacific coast halibut, a high grade fish, are marketed in Boston 
in competition with the eastern fish, he admitted. 


UTAH RAILWAY CONSOLIDATION 

The Utah Railway Company has filed an application with 

the Commission seeking authority to acquire and operate the 

railway. line of the Utah Terminal Railway Company, which 18 

approximately 3.6 miles in length and located entirely withiD 
Carbon County, Utah. 
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CATTLE, TEXAS TO WYOMING 


The Commission has dismissed No. 12065, W. P. Parks vs. 
c, B. & Q. et al., opinion No. 7183, 64 I. C. C., 147-8, holding 
that the rates on cattle from Lemesa, Tex., to Moorcroft, Wyo., 
in January, 1920, were not unreasonaple. The complainant 
shipped 25 carloads of cattle from Midland, S. D., to Lemesa for 
wintering under the impression that if they were returned to 
ihe north the carriers would apply to the northbound movement 
one-third of the southbound rate. The Commission said that 
at no time was there any tariff authority for the shipment of 
cattle from Midland to the south with provision for a reduced 
rate on a Subsequent northbound movement. There were rates, 
however, established in an emergency by the Director-General 
applying from Wyoming and the extreme western part of South 
Dakota. The tariff required that the northbound movement be 
the identical stock to point of origin and over the same route 
as that used southbound. Midland, the Commission said, is 
several hundred miles east of Moorcroft and not intermediate 
thereto from Lemesa, hence the emergency rates did not apply. 


RATES ON STEEL CROWN BLOCKS, ETC. 


In a report and order on No. 12126, Parkersburg Rig & Reel 
Co. vs. B. & O. et al., opinion No. 7186, 64 I. C. C. 154-6, the 
Commission has directed the establishment, on or before January 
25 next, of rates and carload minimum weights on steel crown 
blocks and steel calf wheels and bull wheel shafts, in carloads, 
from Parkersburg, W. Va., to Eastland and Ranger, Tex., which 
shall not exceed those contemporaneously maintained on oil well 
supplies in mixed carloads from and to the same points. The 
traffic covered by this complaint consisted of three carloads of 
steel calf wheel and bull wheel shafts shipped between September 
16, 1919, and January 28, 1920, and a carload of steel crown 
blocks shipped in September, 1919. Charges were collected at 
the second class rate of $2.115 on the crown blocks and $1.07, 
$1.25 and $1.19 on the steel calf wheel and bull wheel shafts. 
Lower ratings and rates were imposed on oil well outfits in 
which shafts and crown bocks could have been included. 


SHREVEPORT CASE DECISION 


In a report on further hearing on No. 8418 (Shreveport Case), 
the Commission has modified its order of January 22, 1918, so as 
to except from its provisions the rate on sand and gravel from 
Hart Spur to Fort Worth, Tex., and remit to the Texas authori- 
ties the problem of removing an undue prejudice against sand and 
gravel moving from Hart Spur to Dallas, as being wholly within 
their jurisdiction. The Commission, in a report written by Com- 
missioner Hall (opinion No. 7200, 64 I. C. C. 197-198), held that 
there would be no unjust discrimination against Shreveport if 
the rate from Hart Spur to Dallas were excepted from the order 
of the Commission. 

, Petition for further hearing was made by the Texas com- 
mission, which set forth that Hart Spur could not compete with 
Bonner Spur because the rate from Hart Spur is 70 cents per 
ton, while the rate from Bonner Spur is only $9 per car. 


PETROLEUM PRODUCTS RATES 


_ The Commission has dismissed No. 11910, James A. Coad vs. 
Chicago, St. Paul, Minneapolis & Omaha et al., opinion No. 7192, 
64 I. C. C. 178-80, holding that the rates on petroleum products, 
from the mid-continent field in Kansas and Oklahoma, to Alton, 
la., Pipestone, Minn., and Beresford, S. D., are not unreasonable 
or otherwise unlawfu!. The complainant contended that the 
rates to Beresford and Pipestone were in violation of the long- 
and-short-haul part of the fourth section. 

¥ In its report the Commission said that the complaint grew 
Cui of the grouping of rates to destinations and the situation 
'S such as could be picked out in connection with any grouping 
system. It said that the record did not warrant a finding of 
fra onableness, especially in view of the fact that such a 
eg would result in a disturbance of the present adjustment, 
ich, the _ carriers contended, was in accordance with the 
fo panes S decision in the Mid-continent Oil case, and a gen- 
; reduction in rates over a large territory. The movement 

0 the points indicated, it said, was light. 

tn ae relief to the complainant may result from the denial, 

i section order No. 8100, of a continuance of relief at 

aioe ty for rates lower than those contemporaneously ap- 

a a Beresford and Salem, S. D. The Commission held that 
S to Pipestone were not in violation of the fourth section. 


RATE ON CANNED KRAUT 


Reparation on a carload of canned sauerkraut on account of 
outing has been ordered in No. 11989, Kentucky Wholesale 
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Company, Incorporated, vs. Director-General, opinion No. 7198, 
64 I. C. C. 193-4. The shipment was forwarded in September, 
1918, from Phelps, N. Y., to Pikeville, Ky. A combination of 52 
cents based on Catlettsburg was imposed. The complainant con- 
tended that the shipment should have been turned over by the 
New York Central or that that carrier should have notified the 
complainant that a lower rate prevailed over the Lehigh Valley 
than over its route. 

The Commission, however, ignored the complainant’s con- 
tentions that the New York Central should have done something 
which would have enabled it to obtain the benefit of a rate of 35 
cents over the Lehigh Valley. Instead it found a combination of 
44 cents over the New York Central and Lehigh Valley, com- 
posed of the New York Central’s local fifth class rate of 9 cents 
to Geneva and the Lehigh Valley’s fifth class rate beyond and 
ordered reparation to the basis of that combination. It further 
held that the rate of 52 cents over the route of movement was 
not unreasonable. 


RATES ON WOODEN BOXES 


A finding of unreasonableness and an award of reparation 
have been made in No. 11618, E. I. du Pont de Nemours & Co. 
vs. West Jersey & Seashore, Director-General, et al., opinion No. 
7189, 64 I. C. C. 170-2, as to rates on empty zinc-lined wooden 
boxes from Haskell, Paelin and Carney’s Point, N. J., to Hope- 
well, Va., via Potomac Yards between August, 1917, and March, 
1918. The holding is that the rates were unreasonable because 
and to the extent that they exceeded 22.9 cents from Haskell and 
17.8 cents from Carney’s Point and that reparation should be 
made to the basis of the rates mentioned. 

The effect of the order is to make operative retroactively, 
through Potomac Yards, rates which applied via Norfolk. The 
rates via Norfolk were established in May, 1915, at about the 
same time that rates were established on wet nitrocellulose 
in the reverse direction. Two years later the Norfolk rates on 
wet nitrocellulose were applied via Potomac Yards, but the car- 
riers did not establish the Norfolk rate on empty boxes in the 
reverse direction via Potomac Yards until March, 1918. 

While the route via Norfolk was blocked by ice in the 
severe winter of 1917-18, the complainant authorized the diver- 
sion of the boxes to the Potomac Yards route, for a short time, 
and then withdrew its authorization. Fifty-four of the 64 car- 
loads involved in the complaint, the Commission’s report said, 
were diverted under the authorizations, but ten were diverted 
without authority. The Commission, however, disposed of the 
whole matter by holding the rates via Potomac Yards unreason- 
able because they were not the same as those via Norfolk. The 
report covers four supplemental numbers by the same company. 


RATES ON COPPER BARS 


In accordance with its prior rulings on the subject, notably 
in the Iten Biscuit Company case, the Commission has dis- 
missed No. 11754, Anaconda Copper Mining Co. vs. Director 
General, Buffalo, Rochester & Pittsburgh et al., opinion No. 
7180, 64 I. C. C., 1386-42, holding that the rates on copper bars 
from Anaconda and Black Eagle, Moni., to Rome, N. Y., between 
July, 1916, and August, 1920, were not unreasonable, unjustly 
discriminatory or unduly prejudicial. The Commission found 
that prior to August 31, 1920, the rates to Rome were not in 
accord with the long and short haul provision of the fourth sec- 
tion because higher than to Utica, a more distant point. The 
rate to Utica, the Commission said, was neither charged nor 
collected and the complainant made no effort to prove damage 
by reason of the collection of higher rates to Rome. 

The decision in this case is out of the ordinary for the rea- 
son that Commissioner Campbell, in a dissent in which he dis- 
cussed many cases bearing on the subject, said that wherever 
the question as to whether a carrier could retain money ob- 
tained by the charging of an unlawful rate had been brought 
into court the judicial tribunals had invariably said the car- 
rier might not keep the money. 

“It seems anomalous to say the least,” said Mr. Campbell. 
“for this Commission whose duties are but quasi-judicial to take 
a position which is contrary to judicial decisions and which has 
the effect in cases like this of rendering the long and short 
haul provision of section four of the act without substantial 
force and effect. 

“To my mind the use of the word reparation in our deci- 
sions in these cases should be avoided because of its misleading 
effect. Reparation, in its very element presupposes damage. I 
think the word restitution would be more appropriate. 

“Let us reverse the situation and assume that the shipper 
had refused to pay the rate published to the intermediate point 
which was higher than the rate applicable to the more distant 
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point and we had held that the intermediate point rate was an 
unlawful rate. Can it be conceived that, upon an action brought 
by the carrier to collect from the shipper the higher interme- 
diate rate, he could have obtained judgment for a rate which 
was declared to be unlawful. Much less could it be conceived 
that in such a case the railroad would have gotten judgment 
for undercharge against the shipper to the intermediate point, 
who paid only the rate to the farther distant point, unless it 
was proven that by the collection of such unlawfully published 
rate he would be damaged. The intermediate rate having been 
declared unlawful the next step is to find what is the lawful 
rate to apply at the intermediate point and the law clearly de- 
fines what that shall be by saying ‘That it shall be unlawful for 
any common carrier * * * to charge or receive any greater com- 
pensation in the aggregate * * * for a shorter than for a longer 
distance over the same line or route in the same direction.’ 

“Thus it is clearly pointed out that the lawful rate which 
may be charged and received is the rate published to the more 
distant point. That being so it is obvious to me that to re- 
quire the carriers to pay back the difference between the amount 
paid and that applicable to the more distant point is not repa- 
ration necessitating proof of damages but merely restitution on 
account of the collection of an amount which the act itself con- 
demns as unlawful.” 


MISSOURI RATES AND CHARGES 


Advances that have been estimated will bring about $47,000 
a month more revenue will be made in Missouri intrastate 
rates, on or before December 15, in obedience to the Commis- 
sion’s decision in No. 11802, Missouri rates and charges, opin- 
ion No. 7211, 64 I. C. C., 233-42. The order requires the re- 
moval of unjust discrimination against interstate commerce and 
undue prejudice against shippers in interstate commerce by 
the substitution of the rates authorized in Ex Parte No. 74 for 
ihe rates authorized by the Public Service Commission of Mis- 
souri, in its decision following the federal body’s report in the 
case resulting in the advances of August 26, 1920. In its pro- 
ceedings the Missouri Commission allowed the increases pres- 
scribed by the federal body on all traffic except on coal, coke, 
brick and articles basing thereon; sand, gravel; stone, except 
carved; crushed rock; chats; cinders; lime; cement; cement 
plaster; plaster and articles basing thereon, and petroleum and 
its products. The Missouri commission re-opened its case in 
January and held hearings thereon in March, on the application 
of the railroads to re-consider its limitation and allow the full 
35 per cent increase to be made on all commodities. It has not, 
however, made a report on the re-opened case. 

The report is without any argument on the subject which 
was covered in prior state rate cases. It shows the differences 
in rates caused by the Missouri commission’s limitation. For 
instance, it shows that on soft coal from Missouri mines to 
Liberal, Mo., the rate over the interstate route of the Frisco, 
125 miles long, is $1.89, while over the intrastate route of the 
Missouri Pacific, 130 miles long, it is only $1.53. The report 
contains many other illustrations on coal alone. Similar care 
was taken to show other differences in rates caused by the Mis- 
souri commission’s limiting order. ‘The report, however does 
not contain the declaration made in some of the other state 
rate reports, namely, that there is no such difference in trans- 
portation conditions as to warrant such a difference in rates. 
The Commission said the record afforded numerous other speci- 
fic examples of similar disparities between interstate and intra- 
state rates on the commodities involved and clearly shows that 
the present relationship unduly prefers intrastate commerce to 
the undue prejudice and disadvantage of interstate traffic. The 
specific finding is as follows: 





We find that the increases made by the respondents in the rates 
for the transportation of coal; coke; brick and articles basing thereon; 
sand; gravel; stone, except carved, etc.; crushed rock; chats; cinders; 
lime; cement; cement plaster; plaster and articles basing thereon; 
and ptroleum oil and its products, under Ex Parte 74, and now in 
effect, result in reasonable charges for the interstate transportation 
of the said commodities within Missouri and between points in Mis- 
souri and points in other states. and that the failure of respondents 
correspondingly to increase their intrastate rates for the transporta- 
tion of those commodities within the state of Missouri has resulted 
and will result in intrastate rates lower than the corresponding rates 
maintained on interstate traffic within the state of Missouri and 
between points in the state of Missouri and points in other states, in 
undue prejudice to shivners of interstate traffic. in undue preference 
of and advantage to shippers of intrastate traffic, and in unjust dis- 
crimination against interstate commerce. 


Commissioners Eastman, Campbell and Lewis dissented, 
without, however, setting forth any views in addition to those 
which they have heretofore expressed. 


RATE ON GASOLINE 


A finding of unreasonableness and an award of reparation 
have been made in No. 12143, Gulf Refining Company of Louisi- 
ana, in behalf of Union Petroleum Co. of Philadelphia, vs. St. 
Louis-San Francisco et al., opinion No. 7202, 64 I. C. C. 201-2, as 
to a rate of 50 cents on gasoline, shipped in September, 1915, 
from West Tulsa, Okla., to Gretna, La., because and to the 
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extent that it exceeded the subsequently established rate of 33 
cents per 100 pounds. The complaint was made informally jn 
1917 because in October of that year, two years after the freight 
bill was paid, the carrier presented a bill for undercharges, [py 
June, 1920 the Commission notified the complainant that the 
matter could not be disposed of informally, wherefore a forma] 
complaint was filed December 4, 1920. The carriers interposed, 
as a defense, a plea of the statute of limitations but the Com. 
mission said their defense was without merit because the formal 
complaint was filed within the six months after notice that 
the matter could not be settled informally. The complaint got 
in one day ahead of the expiration of the time. 


RATES ON ALFALFA MEAL 


An order of reparation has been made in No. 11954, Otto 
Weiss Milling Co. vs. A. T. & S. F. et al., opinion No. 7196, 64 
I. C. C. 189-90, on a holding that the rates on alfalfa meal from 
Winfield and Viola, Kan, to Cairo, Ill., milled in transit at 
Wichita, were unreasonable because and to the extent that they 
exceeded the aggregates of the intermediate rates based on 
Kansas City and St. Louis. 


COAL, MOSS, VA., TO TOLEDO 


In accordance with the line of cases in which it has held 
that it will not require the return of money collected on rates 
made in violation of the fourth section, the Commission has 
dismissed No. 11996, Clinchfield Coal Corporation vs. Carolina, 
Clinchfield & Ohio et al., opinion No. 7181, 64 I. C. C. 148-4. It 
held that the former rate on soft coal from Moss, W. Va., to 
Toledo, O., although in violation of the fourth section because 
higher for a shorter than for a longer haul over the same rails 
in the same direction, applied to shipments between September 
1 and October 1, 1919, was not unreasonable. On June 21, 1921, 
the railroads corrected the fourth section violation by making 
the rate from Dante, Va., to Toledo applicable from Moss to 
Toledo. The Commission said that that rate was neither un- 
reasonable nor unduly prejudicial. It added that the complain- 
ant had not shown itself to have been damaged by the undue 
prejudice that may have been caused by the violation of the 
fourth section. 

For reasons set forth in Anaconda Copper Mining Co. vs. 
—— 64 I. C. C. 136, Commissioner Campbell dis- 
sented. ; 


FRESH MEAT, SPOKANE TO SALT LAKE 

An award of reparation on account of an unreasonable rate 
on fresh meat from Spokane to Salt Lake City has been made 
in No. 11797, Armour & Co. vs. Oregon Short Line et al., opinion 
No. 7190, 64 I. C. C. 173-4. The carriers assessed a rate of $1.21 
on three carloads of fresh meat shipped in August, 1917. Armour 
& Co. contended that that rate was unjust and unreasonable 
because and to the extent that it exceeded $1.05, which was 
the rate subsequently established. The Commission agreed 
with the complainant and directed reparation to that basis. 


COAL, NEW RIVER TO UNIONTOWN 

The Commission has dismissed No. 11968, Washington Steel 
& Ordnance Co. vs. Baltimore & Ohio et al., opinion No. 7197, 
64 I. C. C. 191-2, on the ground that the rates on soft coal from 
the New River district (group No. 1) in West Virginia to Union- 
town, D. C., in the months from August to November, 1918, 
inclusive, were not unreasonable or otherwise unlawful. On 
account of fuel administration orders, the complainant had to 
pay rates of $2.80 and $2.90 per ton instead of $2.20 that it had 
—— accustomed to paying on coal from its usual source of 
supply. 


RATES ON PAPER 

Rates on newsprint, book, and writing paper, in carloads, 
from Ladysmith, Wis., Kalamazoo, Mich., and Hamilton and 
Urbana, O., to Vancouver, B. C., and Tacoma, Wash., between 
December 5, 1918, and February 27, 1919, were not unreason- 
able or otherwise unlawful. Therefore the Commission, having 
so found, has dismissed No. 12019, Ault & Wiborg Co. vs. Chi- 
cago, Milwaukee & St. Paul et al., opinion No. 7195, 64 I. C. C. 
186-8. The complaint arose out of the cancellation of export 
rates by General Order No. 28, the paper being intended for 
export to China. 


FUEL OIL, TEXAS TO LOUISIANA 
An order of dismissal has been made in No. 11798, Wenge! 
Armstrong Petroleum Co. vs. M. K. & T. of Texas et al., opinion 
No. 7191, 64 I. C. C., 175-7, on a holding that the rate on fuel 
oil from Burkburnett, Tex., to Export Oil Spur, La., for export 
in February, March, and April, 1920, was not unreasonable, un- 


duly prejudicial or otherwise unlawful. The complaint was 
directed against a rate of 24.5 cents in effect on both crude and 
refined. The Commission said that domestic rates on fuel oil 
are generally less than on refined but it had not been show? 
in this case that the rate of 24.5 cents on refined oil for export 
was the reasonable maximum export rate or that the export 
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rate on crude should have been lower than 24.5 cents. It called 
attention to the fact that the domestic rate on crude to New 
Orleans was 10 cents higher than the assailed export rate. 


COAL, CLAY, KY., TO CLINTON, IA. 

An award of reparation on account of misrouting has been 
made in No, 12118, West Kentucky Coal Co. vs. Director-Gen- 
eral, as agent, opinion No. 7185, 64 I. C. C., 151-8. Four car- 
loads of coal were misrouted from Clay, Ky., to Clinton, Ia., in 
january, 1920. The Commission said that the rate applicable 
over the route shipments should have been moved was not 
unreasonable. 





REFUND OF CATTLE CHARGES 


Charges collected for unperformed out of: line movements 
fom Halvern, Calif., to Alvarado, Calif., in connection with the 
transportation of cattle between January 1, 1918, and March 1, 
1920, have been ordered refunded in No. 12361, Grayson Owen 
(o.. vs. Director-General, Nevada-California-Oregon Co. et al., 
opinion No. 7187, 64 I. C. C., 157-8. The Commission held that 
the charges were illegal to the extent that they exceeded the 
through rate from origin to final destination plus an additional 
charge of $5 per car for transit service. The shipments moved 
over a narrow gauge, but before they moved the part of the 
line between Halvern and Alvarado was changed to standard 
gauge and the services for which charges were illegally col- 
lected were not rendered. 








ASHES, PATERSON, N. J., TO GOSHEN, N. Y. 


An order of reparation has been entered in No. 12099, Le 
Prestre Miller Stock Faims, Inc., vs. Erie, opinion No. 7184, 64 
1. ¢. C., 149-50, on account of unreasonable rates on ashes from 
Paterson, N. J., to Goshen, N. Y., between June 30 and Decem- 
ber 28, 1917. Freight was collected at sixth class on a minimum 
of 50,000. Those rates yielded a return of approximately $1.20 
and $1.85 per car-mile and 2.7 and 3 cents per ton-mile for a 43 
mile single line haul. The Erie conceded that the rates were 
unreasonable but sought to avoid an award of reparation on 
the ground that no damage had been proved, and also on the 
ground that the complaint was barred by the statute of limita- 
tions. The Darnell-Taenzer supreme court decision and the 
Commission’s own decision in Thomas Iron Co., 57 I. C. C., 657, 
were used by the Commission as answer to the Erie’s contention. 


CEDAR POLES, MINNESOTA TO IOWA 


The Commission has dismissed No. 12041, F. R. Pendleton 
and H. S. Gilkey, doing business as Pendleton & Gilkey vs. 
Director-General et al., opinion No. 7182, 64 I. C. C., 145-6, hold- 
ing the allegation that the charges on a carload of white cedar 
poles shipped from Mizpah, Minn., to Albion, Ia., were based on 
an excessive weight had not been sustained. 





REPARATION ON GAS MASKS 


Reparation on account of an unreasonable rate on gas masks 
has been ordered in No. 11896, Houston Chamber of Commerce 
et al. vs. Houston & Texas Central et al., opinion No. 7193, 64 
I @ C., 181-2. The Commission said the rate of $4.18 per 
hundred pounds (double first class), imposed on the theory that 
the masks were life saving apparatus, was unreasonable to the 
extent that it exceeded first class at actual weight. The gas 
masks were defective, so the government sold them and they 
were bought for exhibition purposes. 


RATES ON SULPHURIC ACID 


An award of reparation on account of unreasonable rates on 
sulphuric acid in iron drums, carloals, from Richmond, Va., to 
Kannapolis, N. C., has been made in No. 11926. Cannon Manufac- 
turing Company vs. Southern et al., opinion No. 7194, 64 I. C. C. 
18-5. The finding is that the rates were unreasonable because 
and to the extent that they exceeded $3.10 before and $3.90 after 
June 25, 1918. Rates of $5 per ton were collected prior to and 
$0.50 per ton after June 25, 1918. The $3.90 rate was established 
after the shipments in question were made. 








RATE ON FEEDER CATTLE 


The Commission has dismissed No. 12079, H. P. Jones vs. 
Southern Pacific and Director-General, opinion No. 7207, 64 
Il. C. C. 221-2, holding that the rate on feeder cattle from Lone 
Pine, Calif., to Brawley and Calipatria, Calif., during federal 
‘ontrol, was not unreasonable. The complainant paid $118 per 
‘ar. Before he shipped he asked for a lower rate. A week 
after he shipped the rate was reduced to $99 per car. Later 
twas raised to $114. 


RATE ON SULPHATE OF AMMONIA 
_ The Commission, in a report on No. 11933, Hazelhurst Oil 
= & Fertilizer Co. vs. Elgin, Joliet & Eastern et al., opinion 
0. 7203, 64 I. C. C. 203-4, has held unreasonable a joint sixth 
— rate of 67.5 cents on sulphate of ammonia, from Gary, 
nd., to Hazelhurst, Miss., because and to the extent that it ex- 
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ceeded 31.5 cents. Some shipments were made during and some 
after federal control. The complainant paid charges at the 31.5- 
cent rate, which it claimed would be the proper amount to 
charge. The Commission found that while the joint sixth class 
rate seemed to be the proper one to apply, there were two 
combinations lower than that. The carriers admitted that 31.5 
cents would have been the reasonable rate and expressed willing- 
ness to make reparation to that basis and to establish the rate 
for the future. The Commission, therefore, has authorized the 
waiving of undercharges and dismissed the complaint. 


A rating of second class, L. C. L., and fourth class, C. L.., 
has been ordered to be established on or before January 9, 
1922, on machine finished steel roller chain in bags in official 
classification territory, in a decision on No. 12032, Link-Belt 
Co. et al. vs. P. C. C. & St. L. et al., opinion No. 7199, 64 1. C. C., 
195-6. The condemned ratings were one and one-half times 
first class, L. C. L., and first class, C. L., on the chain in ques- 
tion. In barrels or boxes the second and fourth class ratings 
have been in effect since December 30, 1919. There has been 
no provision for shipment in bags since September 15, 1916. 
The Commission said that contrary to the terms of the Classi- 
fication shipments in bags had been accepted and that under 
rule 5, section 3 (c) of the classification the ratings assessed on 
the chain in bags were three classes higher than when shipped 
in barrels or boxes. The Commission said that roller chain 
could not be damaged except through such rough treatment as 
would damage any of the several types of chains manufactured 
by the complainants’ as well as many other articles which are 
now accepted for transportation and packed in bags 


DELAY IN PRINTING REPORTS 


The Commission has issued a printed copy of its report and 
order on-I. and S. No. 1308, Rates to, from, and between points 
south of the Ohio River, including the Mississippi Valley, opinion 
No. 7179, 64 I. C. C. 107-35, originally put out in mimeographed 
form. It was put out in that form so as to get it to the rail- 
roads in time to have them comply with the order by filing 
tariffs by a certain date. 

The Commission is being hampered somewhat in its work 
by a provision of the law forbidding the expenditure of more 
than half the appropriation for a given year in the first six 
months of that year. That law was enacted several years ago 
to place a check on the demands put on the government printing 
office and also to discourage reckless expenditure of funds in 
the early part of a year on the assumption that Congress would 
be “easy” and grant deficiency appropriations after the Christ- 
mas holiday recess, which is the time for making such ap- 
propriations. 


Unfortunately the heavy report work of the Commission 
came in the early part of the present fiscal year. Therefore in 
the past few weeks all the printing that could be put off has 
been held back so that the allotment for printing will not be 
exhausted before the end of the first six months. 


LOADING OF PERISHABLES 


Comparison of the loading of perishable commodities by 
districts for the first nine months of 1921, compared with the 
same period last year and with the total for 1920, in the West 
and Northwest, has been-made by the car service division as 
follows: 


Jan.1,1921 Jan. 1, 1920 
t t 








ra) oO Year, 

District. Oct. 1, 1921. Oct. 1, 1920. 1920. 
MINI tse Volaiises oils loroaienerersiaupignece wiareerwtere 136,083 104,638 138,477 
Washington and Oregon. 2.026 00se00 32,987 19,946 43,666 
Colorado, Utah and Idaho... .....0..00++% 20,916 13,306 19,679 
IS cccinsas Meinicincig ne op enue Sele Meipancar 189,986 137,890 201,822 


Comment is also made by the division that, dating from 
May, 1921, the ton-miles have increased, while tons per car have 
decreased. 


“This decrease in ‘tons per car’ represents a waste of trans- 
portation, at all times important,’ the division says, “but in 
periods of car shortage a serious loss to the shipping public in 
the number of cars of which they are deprived by absorption 
in the more extravagant use of facilities in the matter of car 
loading.” 


Referring to a chart issued by it, the division says: 


It will be noted that corn, oats, bituminous coal, pulpwood, logs, 
posts and poles, refined petroleum, automobiles, iron (pig and bloom), 


have loaded this year in excess per car of the corresponding period of 
1920. On the other hand, certain commodities, flour and meal, cottcen, 
citrus fruits, other fresh fruits, live stock, coke, clay and stone, lum- 


ber, household goods, bar iron and fertilizer do not compare favorably 
with 192) loading; the loss is particularly apparent with respect to 
fiour and meal, bar ircn and fertilizer. This is especially important 
with respect to citurs fruits and other fresh fruits because of the 
extremely heavy demand for refrigerator cars. 
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EXPRESS CHARGE ON FRT. SHIPMENTS 


In a report by Examiner Howard Hosmer on No. 12602, Man- 
hattan Electrical Supply Co., Inc., vs. American Railway Express 
Co. et al., he proposes that the Commission hold that shipments 
made in freight cars by the American Railway Express Company 
during congestion in the summer of 1920 were nevertheless ex- 
press shipments on which express charges would have to be 
collected. 

The facts as set forth by Hosmer are that some time in July 
the supply company bought a carload of copper cable from the 
manufacturer at Economy, Pa. It asked that the cable be for- 
warded by freight. Because of congestion the Pennsylvania had 
placed an embargo on freight movements in the districts sur- 
rounding Pittsburgh, which covers Economy. After unsuccess- 
fully endeavoring for some three or four weeks to have the cable 
shipped by freight the complainant ordered it forwarded by 
express to Ravenna, Ohio, to be reshipped by freight to Chi- 
cago. Thereupon the cable was loaded in an ordinary box car 
which was hauled from Economy to Pittsburgh August 14 in a train 
handling only express between Pittsburgh and Homewood Junc- 
tion, Pa. At Pittsburgh the car was transferred to another train 
handling express matter for movement to Alliance, Ohio. There 
were no solid express trains from either Pittsburgh or Alliance 
to Ravenna, so the car was hauled from Alliance to Ravenna 
by switch engine used in moving both freight and express cars 
between those points. The express company explained that, 
while it was not the usual practice to load express shipments 
in freight cars unequipped for movement in express trains, at 
that time no other cars were available for this shipment. 

“From the foregoing facts,’ Hosmer said, “it seems clear 
that the shipment must be viewed as one by express in fact as 
well as in name.” 

The first class any quantity rate of 99 cents per hundred 
pounds from Economy to Ravenna was applied upon the ship- 
ment that weighed 36,363 pounds. If the shipment had moved 
by freight the rate would have been 15.5 cents. 

“Express service for shipments such as the one here con- 
sidered,” said the examiner, “is seldom resorted to unless an 
emergency necessitating expedited movement justifies the addi- 
tional expense involved. In the present case use of express 
service enabled complainant to move its property at a time when 
transportation by freight was unobtainable, and the compensa- 
tion for that service was properly higher than the freight charge 
would have been. There is no evidence tending to prove that the 
rate charged was unreasonable.” 


EXPLOSIVES FOR FRANCE 


In a report on No. 12448, Republic of France vs. Philadelphia 
& Reading and Director-General, involving an interpretation of 
the highly technical demurrage and storage tariffs of the Reading, 
Attorney-Examiner M. A. Pattison has recommended a holding 
that the charge of 7.5 cents per hundred pounds assessed by the 
Philadelphia & Reading for delivery by car float of carload ship- 
ments of explosives to vessels in Wilmington, Del., harbor was 
illegal when applied to shipments for export delivered by float 
to vessels tied up at the pier on the Delaware side of the Dela- 
ware River within the limits of Wilmington harbor as described 
in the tariff but to have been in accordance with the tariff 
when applied on shipments delivered to ships in mid stream or 
at Carney’s Point and Deepwater Pier, N. J. 

Demurrage and storage charges assessed at Wilmington on 
carloads of wet nitrocellulose and wet picric acid for export, 
the examiner said, were illegal and reparation should be made. 
The report also covers No. 12450, Republic of France vs. ‘Direc- 
tor-General, as agent. 

The report in this case covers one of the large number of 
complaints brought by the director of the administrative service 
in the United States of the French republic. The complaints 
bring in question the legality of storage charges assessed and 
collected on hundreds of thousands of tons of ammunition, high 
explosives, barbed wire, steel, and other war materials. In this 
particular case the question was as to whether an absorption 
tariff applied to all the deliveries in question, but the examiner 
by car float. The complainants contended that the absorption 
tariff applied to all the deliveries in question but the examiner 
said it applied only to deliveries by car float to ships tied up 
at piers on the Delaware side of the river within the harbor 
limits of Wilmington and not to deliveries made to ships in 
mid stream or at Carney’s Point or Deepwater Pier on the New 
Jersey side of the river. The examiner said that the demurrage 
charges imposed on wet nitrocellulose and wet picric acid for 
export were illegal to the extent that they exceeded charges that 
would have accrued on the basis of ten days’ free time and that 
the storage charges were illegal to the extent they exceeded 
those that would have accrued at the rate of 1 cent per hundred 
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pounds for the first ten days after the expiration of free time 
and one-half cent for each succeeding ten days or fraction 
thereof. 


RATES ON BAR IRON 


Examiner Frank E. Mullen has recommended the dismissal 
of No. 12425, Fort Wayne Rolling Mill Corporation vs. C. M. & 
St. P. et al., on a holding that the rates on. bar iron, in carloads, 
from Fort Wayne to points in Indiana,, Illinois, Wisconsin and 
Missouri, in 1918, 1919 and 1920 were not unreasonable. The 
report also covers No. 12427, Same vs. Director-General, et al, 
Two hundred and seventy-three carloads were involved. The 
examiner said the record disclosed several over-and-under. 
charges and that the Commission should require their adjust- 
ment. 

The complaints grew out of the readjustment following the 
Commnission’s decision in the Five Per Cent case, 31, I. C. C. 351, 
in which the class and commodity rates were increased through- 
out central freight association territory, but not in Illinois terri. 
tory. The complainant alleged that the Illinois competitors were 
unduly favored by the readjustment. 

February 29, 1920, there was a readjustment of rates on bar 
iron, which the Commission thinks put the Indiana shippers 
on a good basis. The examiner thinks the Commission should 
not condemn the adjustment existing prior to that date. 





RATING ON PETROLATUM 


Third class applied to shipments of petrolatum, Examiner 
Paul O. Carter advised the Commission, in a report on No. 
12270, Chesbrough Manufacturing Co., Consolidated, vs. Director- 
General, as agent et al., was not the proper one during federal 
control on shipments from Perth Amboy to Jersey City. He 
said the Commission should order the refund of the charges in 
excess of fifth class, which is the rating on petroleum and its 
products in Official Classification territory. The higher rating 
was assessed on the theory that the petrolatum, the trade name 
of which is vaseline, is a medicine and should have paid the 
medicine rating. Carter said the tariff was ambiguous and 
proved his assertion by the fact that for part of the time since 
the tariff became effective fifth class was applied to the com- 
modity in question. 


REPARATION ON GRAVEL 


An award of reparation on account of an unreasonable rate 
on gravel from Hattiesburg, Miss., to Beaumont, Tex., has been 
recommended by Attorney-Examiner William B. Hunter, in a re 
port on No. 12567, Magnolia Petroleum Co. vs. New Orleans & 
Northeastern et al. The complainant contended that the rate 
was unreasonable to the extent that it exceeded $1.10 per cubic 
yard of 3,000 pounds, plus 11 cents per 100 pounds, which became 
effective May 15, 1920. The shipments moved in February, 1920, 
at a rate of 49 cents per 100. Contemporaneously a rate of $1.10 
to New Orleans and 11 cents beyond. Hunter said reparation 
to that basis should be ordered. 


REPARATION ON COAL 
Reparation on a finding of unreasonableness has been rec: 
ommended by Examiner Leo J. Flynn, in a report on No. 12499, 
Far West Clay Co. vs. C. M. & St. P. et al., as to rates on coal 
from Foran, Wash., to Clay City, Wash., during federal control 
He said the Commission should find that the rates were unrea- 
sonable to the extent that they exceeded $1.10. A rate of $1.40 
was applied, but after correspondence it was reduced to $1.10, 

so the only question was as to reparation. 





RATES ON BROKEN GLASS 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner P. F. Gault, in a report 
on No. 12788, Ouachita Valley Glass Co. vs. Alabama & Vicks 
burg et al., as to rates on cullet (broken glass) from Winchester, 
Ind., to Bastrop, La. He said the Commission should hold that 
the rates imposed were unreasonable because they exceeded 
55 cents per 100 pounds on shipments made in September, 1920, 
and March, 1921. 


CALIFORNIA RICE RATES 


Attorney-Examiner Charles F. Gerry has recommended the 
dismissal of No. 12341, Rosenberg Brothers & Co. et al. V5. 
Director-General, as agent, on a holding that the intrastate rates 
in California of the Southern Pacific and Santa Fe during federal 
control on paddy rice, which is rice in the husk before milling. 
were not unreasonable. The complainants asked for rates the 
same as on other grain in effect between December 31, 191%, and 
June 26, 1918. The local rates of the carriers were attacked as 
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well as the joint rates they made in connection with the Sacra- 
mento Northern, formerly an electric line, and the San Fran- 
cisco-Sacramento, also formerly an electric line. Both short 
lines were relinquished on June 26, 1918. Gerry said the rec- 
ord did not tend to show that the rates had hindered the develop- 
ment of the rice industry in California; that, on the contrary, 
it had grown greatly; and that the comparisons with rates on 
rice in Arkansas and other parts of the country were incon- 
clusive. 


RATE ON FRESH MILK : 
Chief Examiner R. E. Quirk has recommended the dismissal 
of No. 12638, V. G. Tice vs. Lehigh Valley et al., on a holding 
that the rate on fresh milk, L. C. L., from Yale, N. Y., to Allen- 
town, Pa., between January 1, 1918, and December 1, 1920, had 
not been shown to be unreasonable, unjustly discriminatory or 
unduly prejudicial. 


RATE ON STOCK CATTLE 


In a report on No. 12568, Healy & Co. vs. M. K. & T. et al., 
Attorney-Examiner W. B. Hunter suggests a finding of unreason- 
ableness as to a rate of 35 cents on stock cattle from Kansas 
City to Oklahoma City in February, 1920, because and to the ex- 
tent it exceeded a subsequently established rate of 26.5 cents. 
He advised the Commission that he had found undercharges 
which the Commission should direct cancelled. 





CRUDE RUBBER, PACIFIC COAST TO OMAHA 
Examiner J. Edgar Smith, in a report on No. 12573, Sprague 
Tire & Rubber Company, said the Commission should hold not 
unreasonable the rate on crude rubber from Pacific coast points 
to Omaha when applied to shipments moving in May, 1919. A 
rate of $1.565 was imposed on crude imported from Brazil. On 
May 29, 1919, the Director-General reduced the rate to $1 and 


the complainant thought it should receive reparation down to 
the basis of that rate. 





RATES ON LUMBER IN WASHINGTON 


Examiner Paul O. Carter has recommended the dismissal of 
No, 12124, W. A. Wimsatt vs. Baltimore & Ohio et al., on a hold- 
ing that the rates in effect on lumber and forest products be- 
tween industries on different lines in Washington are not un- 
reasonable nor unduly prejudicial. The complainant said that 
the rates were in violation of the aggregate of intermediates 
clause of the fourth section. The examiner disagreed with 
him on all the points he sought to make. The allegation that 


there were departures from the fourth section was withdrawn 
at the hearing. 


RATES ON SCRAP IRON 


A holding of unreasonableness, an award of reparation, and 
an order for the future have been recommended by Examiner 
Richard T. Eddy in a report on No. 12525, Standard Rail and 
Steel Co. vs. Missouri Pacific, Director-General, et al., on account 
of rates on scrap iron from Hot Springs and Pine Bluff, Ark., 
to Quincy, Ill., on shipments made in 1919. The examiner said 
the rates were unreasonable because and to the extent that 
they exceeded the combination of intermediates based on East 
St. Louis, to which basis, he said, reparation should be ordered. 
The order for the future, if made, will require the carriers to 


observe the East St. Louis combination or to establish joint 
rates on that basis. 


RATE ON STEEL RAILS AND PLATES 


Attorney-Examiner M. A. Pattison has recommended a find- 
mg of unreasonableness and an award of reparation in No. 
12320, Republic of France vs. Director General, as agent, as to 
a rate on new steel rails from Galveston to New Orleans. Pat- 
son said the Commission should find that the combination 
rate on the rails applied on shipments moving in April, May 
and November, 1919, was unreasonable to the extent that it 
exceeded 34 cents a hundred pounds. The complaint also al- 
leged that the rate on steel plates from Galveston to New 
Orleans was unreasonable and unduly prejudicial. The attorney- 
examiner said the Commission should find that the legally ap- 
Dlicable fifth class rate of. 56.5 cents on plates was neither 
unreasonable nor unduly: prejudicial. 


RATES ON BRICK IN ILLINOIS 

i An order of dismissal has been recommended by Examiner 
; arles R. Seal in No. 12508, Illinois Brick Co. vs. C. M. & St. 
i Director-General, on a holding that rates on brick from 
> vcmagplieags Ill., to Chicago and intermediate points and to 
amg Park and Evanston, Ill., and stations situated between 
* harap during federal control, were not unreasonable. 
“en tana a further holding that the complainant had 
di sown itself to have been damaged by reason of the unjust 

Scrimination and undue prejudice alleged. He said the rates 
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of $1.16 for an average distance of about 
by the complainant, the examiner said, was not 
so short a haul. 


18 miles, referred to 
excessive for 


STEEL BILLETS FOR FRANCE 


The Commission has been advised by Attorney-Examiner 
M. A. Pattison that it should dismiss No. 12688, Republic of 
France vs. Erie, on a holding that the rate imposed on a number 
of carloads of steel billets shipped in November and December, 
1917, from Hammond, Ind., to New York for éxport was neither 
unreasonable nor otherwise unlawful. Charges were originally 
assessed on the basis of $5.30 per long ton. That rate was 
applicable on round billets not less than 3 inches in diameter, 
rough rolled and not smooth or surface finished. Subsequently 
the shipments were raised to 32.5 cents per hundred pounds 
on the theory that they were forgings or castings. The exam- 
iner thinks that that increased rating was all right. 


RATES ON FLOUR AND BRAN 


Attorney-Examiner Richard T, Eddy has recommended the 
dismissal of No. 12413, Waggoner & Gates Milling Co. vs. Mis- 
souri Pacific, Director-General et al., on a finding that the 
aggregate of intermediate rates based upon St. Louis was and 
is legally applicable on flour and bran milled at Independence, 
Mo., from wheat shipped to Independence from Kansas City 
originating beyond and reshipped from Independence to Nash- 
ville. Eddy said that the Commission should further hold that 
the rate had not been shown to have been or to be unreasonable, 
unjustly discriminatory, unduly prejudicial or violative of the 
fourth section. Among the allegations was that the defendants 
maintained higher grain rates from Independence to Nashville 
than those contemporaneously maintained from Kansas City and 
Omaha, more distant points, in violation of the fourth section 
and that the charges collected were in excess of the published 
rate. The rates were 26.5 cents prior to August 26, 1920, and 
34.5 cents after that date. 





RATES ON COAL IN INDIANA 


Examiner Bronson Jewell has suggested the dismissal of 
No. 11908, Hydraulic-Press Brick Co. vs. Chicago & Eastern 
Illinois et al., on a holding that the rates on soft coal from 
mines in the Clinton and Brazil districts in Indiana to Brazil, 
Ind., during federal control, were not unreasonable. This re- 
port also covers No. 11908, Sub No. 1, National Fireproofing 
Co. vs. Director-General et al. 





CATTLE, MEMPHIS TO BIRMINGHAM 

A finding of unreasenableness and an award of reparation 
has been advised by Examiner F. W. McM. Woodrow in a report 
on No. 12064, Birmingham Packing Co. vs. Illinois Central et al., 
as to rates on cattle from Memphis to Birmingham, the unrea- 
sonableness consisting of joint rates in excess of the aggregate 
of the intermediates. A further holding recommended is that 
the rates on cattle and hogs are unduly prejudicial to Birming- 
ham and unduly preferential of Nashville. He said that the 
undue prejudice should be removed by publishing for the future 
rates based on the mileage scale to be established in accordance 
with the Commission’s opinion in East Tennessee Packing Co. 
vs. Director-General, 63 I. C. C. 322. 


RATES ON WOOL 


The Trafic World Washington Bureau 

The Boston Wool Association has asked the railroads, 
through Traffic Manager Davis, to make a blanket all-rail rate 
on wool from the west to Boston of $2 per 100 pounds, or, if they 
do not like the idea of a wide blanket like that, to make a pro- 
portional rate, equal to sixty per cent of the fourth class from 
the wool country in the Rocky Mountains to the Pacific ports so 
they can send wool to the ports and have it carried to the 
east via the Canal and coastwise ships on the Atlantic, if it is 
not carried all the way from the Pacific ports to Boston and 
other eastern destinations in the ships that take it at the Pacific 
ports. 

In the event neither is granted, it is understood the wool 
‘association will formally ask the Commission to prescribe a 
proportional rate under the power given it long ago and under 
the express mandate in the law of 1920 that transportation by 
water shall be fostered and encouraged. 

All these things come along at the same time the transcon- 
tinental carriers are pressing a fourth section application, which, 
if granted, will establish a rate of $1.85 from the Pacific coast 
terminals, all-rail or rail-and-water, to enable the transcontinen- 
tal carriers to meet the competition through the Canal they 
aver now exists. 





ASHLAND COAL & IRON NOTE 
The Ashland Coal & Iron Railway Co. has applied to the 
Commission for authority to issue a short-term promissory note 
for $180,000 to meet existing obligations. 
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SENATE COMMITTEE HEARINGS 


The Traffic Worid Washington Bureau 


R. Hudson Burr, chairman of the Florida Railroad Commis- 
sion, in testifying before the Senate interstate commerce com- 
mittee, October 28, advocated repeal of section 15-a and amend- 
ment of the part of the transportation act giving the Commis- 
sion jurisdiction over abandonment and construction of rail- 
roads. He said the Commission, acting under section 15-a, com- 
pelled some carriers in Florida to advance rates which they did 
not desire to increase. 

The Florida commission, he said, had authorized in large 
part the same percentage advance as prescribed by the Commis- 
sion, but that there were some commodities which had been 
arbitrarily advanced by Director-General McAdoo in excess of 
the 25 per cent increase authorized under G. O. No. 28. These 
arbitrary advances were removed by the Florida commission, he 
said. After that was done, he said, the Florida commission 
“advanced the rates approximately 56 per cent, giving the roads 
the full 25 per cent allowed on other commodities by the Direc- 
tor-General in his order No. 28 and the full 25 per cent advance 
on the rates thus produced, which had been allowed by the Inter- 
state Commerce Commission in the Southern district.” 

“Some Florida roads were satisfied with these rates and put 
them into effect without complaint,” said he, “but other roads 
complained to the Interstate Commerce Commission and asked 
to have still further:advances ordered by that commission. The 
advances asked for were granted, and because the roads that 
were satisfied with the Florida rates fell within the same rate 
group as the complaining roads, the Interstate Commerce Com- 
mission made an order compelling them to put into effect the 
same advances, although they had not asked for them.” 

Mr. Burr recited numerous specific instances of injustice to 
Florida shippers, which, he said, resulted from the Commission’s 
action in the Florida intrastate rate case. 

“It is quite apparent that as far as the Florida case is 
concerned, the Commission did not stop to consider any case 
of actual discrimination,” remarked Senator Cummins, advising 
the witness to curtail his testimony along that line. 

In response to a question by Senator Kellogg, Mr. Burr said 
he recognized the right of the Commission under the Shreveport 
power to declare illegal an intrastate rate held to be discrimina- 
tory against persons or communities in interstate commerce, but 
that there should be proof to support such findings and that, 
further, the evidence should go to the question of the reason- 
ableness of both the state and interstate rates involved. 

“The Interstate Commerce Commission finds discrimination 
where there is a mere difference in rates,” said Mr. Burr. “There 
must and can be a difference in rates without discrimination 
resulting.” . 

Senator Cummins said the witness need not argue that point 
with him—that he fully recognized the declaration to be true. 

Taking up the resolution of the state commissioners asking 
that the act be amended so as not to relieve carriers, in abandon- 
ment and construction cases, from state iaws applying to tracks 
wholly within a state, Mr. Burr charged that the Interstate Com- 
merce Comniission had too much to do to know whether a three- 
mile railroad line ought to be taken up. He referred to a case 
in which the Atlanta & St. Andrews Bay Railroad was authorized 
by the Commission to abandon three miles of road between St. 
Andrews and Panama City, Fla. 

At the request of the Commission, he said, the Florida com- 
mission took the testimony in the case and transmitted the 
record to the Commission. He said the report made by the Com- 
mission did not refiect what was in the record—that the Com- 
mission had said there were only two fish concerns at St. An- 
drews while the testimony showed there were three, and that 
the report stated that in a certain period only twelve carloads 
of fish had moved, while in fact the record showed that 103 cars 
had moved. 

Mr. Burr expressed the belief that the Commission had not 
seen the record in the case and that the matter had been left 
to “some inexperienced clerk.” 

Senator Cummins said it was not material whether or not 
the Commission had made a mistake in one particular case but 
that the important question was whether Congress should vest 
in the Commission authority to pass on such questions. Burr 
said he believed the Commission should have jurisdiction over 
strictly interstate lines of railroad but not over lines operating 
wholly within a state. 

John F. Shaughnessy, chairman of the Nevada commission, 
testifying on intrastate rate regulation, said he was of the opin- 
ion that railway traffic managers could handle local rate ques- 
ticns before state commissions better than before one central 
body and that he believed that some of them felt that way. 

“The railroads have been urging relief from 48 masters,” 
said he. “I believe I see a change among operating managers 
who believe that the railroads have gone a little too far.” 
Restoration of rate control by the state commissions, he 
said, would relieve the Interstate Commerce Commission of 
much hostile criticism to which it has been subjected because 
of its state-wide rate orders. He expressed the belief that the 
power of the Commission under the Shreveport cases should 
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be modified, telling the committee he believed a satisfactory 
plan could be worked out whereby the states would have full 
control over state rates end that when the federal Commission 
or anyone else believed there was discrimination against inte. 
state commerce, such matters could be handled and settled py 
joint meetings between the state commissions and the federg| 
Commission. Senator Cummins said he would like to see yy 
Shaughnessy “try his hand” at preparing an amendment to the 
law embodying his ideas. Mr. Shaughnessy agreed to prepare 
such an amendment. 

Taking up the situation in Nevada, Mr. Shaughnessy gaiq 
many rates were “absolutely extortionate” as the result of the 
Commission’s order. 

“This wholesale regulation of rates won’t do,” he asserted, 

“You might use a stronger word than that,” said Senator 
Cummins. 

“I wish I could think of it,” said Shaughnessy. 

“Instead of removing discrimination the Commission has 
made orders that created discrimination,’ commented Senator 
Cummins. 

Mr. Shaughnessy said the state commissions desired to see 
the railroads get fair treatment and that the state commissions 
had been misrepresented in that respect. 

Chairman Cummins said he did not agree with the witness 
that section 15-a had increased rates. He said rates would 
have been increased as much as they were even though that 
section had not been put into the law. 

“My judgment is the roads won’t earn more than enough 
this year to pay their interest on bonds and probably not that 
much,” said he. 

Mr. Shaughnessy asked whether it would not be better to 
eliminate the “mandate” from the act and leave the question 
of a fair return to the Commission. 

“So far as revenues are concerned,” said Senator Cummins, 
“somebody has got to pay enough to keep the roads going.” 

Resuming his statement on the injustices worked by the 
Commission in the various states, Mr. Benton told the committee 
of the situation in South Carolina, where, he said, the Commis- 
sion had gone so far as to set aside state statutes fixing mini- 
mum fares and forbidding the imposition of conductors’ penalty 
charges. As the result of the Commission’s order, he said, the 
charge to a person boarding a train without a ticket for a 
one-mile trip had been raised from five cents to twenty-seven 
cents. 

“It is this sort of thing that has irritated the people of the 
several states and that has created resentment against the 
law,” said he. 


Mr. Benton said that in fairness to the Commission it should 
be said that it recognized the hardships imposed by the state 
wide orders and that it was acting in good faith under the 
transportation act as construed by it in making the orders. 

Senator Cummins said it appeared that the fundamental 
error made by the Commission was that it held that if state 
rates were lower than interstate rates, there was conclusive 
evidence of discrimination. He said he did not believe that 
any member of Congress intended that the Commission should 
proceed as it has. 


“I never dreamed the Commission would declare a rate 
discriminatory unless it had investigated that particular rate 
and found it to be a discrimination against persons or communi- 
ties in interstate commerce,” said he. 

Senator Stanley said he agreed with Chairman Cummins. 

“Suppose all state commissions fixed intrastate rates on 4 
confiscatory basis, what do you thing as to the power of the 
Commission to correct such a condition?” asked Senator Poin 
dexter. 

Mr. Benton replied that the Commission did not have the 
power to adjust intrastate rates “purely on a revenue basis. 

“It is perfectly absurd that the Commission should change 
rates that it never investigated,’ said Senator Poindexter, “but 
as to whether of not the fixing of rates on a confiscatory basis 
discriminates against interstate commerce is what I had it 
mind.” 

Mr. Benton reiterated that the Commission did not have 
the power to meet such a situation if it developed. 

Possibility that the Supreme Court might sustain the Com 
mission in its interpretation of the law was hinted by Mr. Bet 
ton when he said it would take a rash man to say that tle court 
would not put a constructicn on the act that Congress nevel 
intended should be put upon it. He declared Congress must 
define “discrimination” and stipulate the proof required to'prové 
“discrimination” or else the Commission could continue l 
issue its state-wide orders. The Commission, he said, claimed 
it could issue the orders without the authority imposed by the 
transportation act. ‘ 

Mr. Benton, resuming his testimony October 31, said the 
state commissions were not asking a change in the policy of the 
law with respect to the jurisdiction of the Interstate Commer’ 
Commission over intrastate rates. Senator Cummins had Jus 
remarked ‘that while he did not favor giving the Commission 
authority to correct intrastate rates on the basis of insufficien® 
of revenue, it must be remembered that “we have been going 
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years on the assumption that the states must not discrimi- 
e against interstate commerce.” 


“What we ask Congress to do,” said Mr. Benton, “is to de- 
yrmine the exact extent it wishes the Interstate Commerce 
commission to set aside the laws and orders of the several 
gates. We have indicated how far we think Congress should 
oo, but Congress is the judge. Then we ask also that Congress 
require the Commission to state the facts on which it rests its 
conclusions.” ; ; 

“What language do you think should be put in the law to 
accomplish that?’ asked Chairman Cummins. 

Mr. Benton said he was not prepared to give the exact lan- 

syage, but would do so later. 
* «stereotyped findings of facts,’ was the way Mr. Benton 
jescribed the Commission’s findings in the numerous intrastate 
rate cases decided by it. In response to questions by Senator 
Kellogg, Mr. Benton declared that he personally believed Con- 
gress should take from the Commission every bit of the authority 
under Which it has exercised control over intrastate rates. 

Senator Pomerene, of Ohio, read a letter from the Philip 
Carey Company, of Cincinnati, in which reference was made to 
the demand of the state commissions for limiting the power of 
ike Commission over intrastate rates. The writer expressed 
the belief that the Supreme Court would sustain the Commis- 
sion’s interpretation of the law and the hope that Congress 
would not take from the Commission the power exercised by 
itin the intrastate rate cases. He referred to discrimination 
against the company because of lower rates in Illinois than in 
Ohio and said if the Commission were deprived of the power 
io remove discrimination by fixing intrastate rates, it “would 
leave us without recourse.” 

“‘T express no final view on this question,” said Senator 
Pomerene, adding, however, that the letter presented ‘the 
other side of the case.” 

Senator Cummins remarked there was no intention of taking 
from the Commission the power to prescribe intrastate rates 
where intrastate rates are found discriminatory against persons 
or localities in interstate commerce. 

“There are bills pending here to take away that power,” 
said Senator Pomerene. “It is a serious problem.” 

Both Senators Pomerene and Poindexter then remarked 
ihat the Commission had made some “unfortunate orders.” 

Senator Cummins said the Commission had “apparently mis- 
conceived the law and taken over the entire state field without 
any evidence as to particular rates removed.” He also said 
Congress had not attempted to give anyone the right to com- 
plain that an interstate rate discriminated against an intrastate 
rate. 

“We have not attempted to deal with intrastate rates at 
all except as they become discriminatory against interstate com- 
merce,” said he. 

Senator Pomerene inquired whether or not the Supreme 
Court would not clarify the situation by its decisions in the intra- 
state rate cases pending before it. Mr. Benton replied: “Not 
sufficiently.” 

Senator Cummins said the committee would hear Mr. Benton 
further when he was prepared to submit the exact changes the 
state commissions believe should be made in the law with re- 
spect to the regulation of intrastate rates. In the meantime, 
Chairman Reed, of the Kansas commission, S. H. Cowan and 
Clifford Thorne were to be heard. 

Mr. Shaughnessy, chairman of the Nevada commission, in 
response to the request of Chairman Cummins, submitted the 
lollowing as embodying his views as to how the law should be 
amended: 

Sec. 1. That paragraph (1) of section 3 of the Interstate Com- 
merce Act, as amended, be amended to read as follows: 

“(1) That it shall be unlawful for any common carrier subject 
to the provisions of this act to make or give any undue or unrea- 
sonable preference or advantage to any particular person, company, 
lim, corporation, or locality, or any particular description of traf- 





fic, in any respect whatever, or to subject any particular person, 

OE any firm, corporation, or locality, or any particular description 

: — to any undue or unreasonable prejudice or disadvantage 
ny 


hi respect whatsoever: Provided, however, That nothing in 
this Act contained shall be construed to limit in any degree the 
— of a State to prescribe with final effect the rates, fares and 
el which shall be imposed and collected for the transportation 
Wire sers or property, or the transmission of intelligence by 
re or wireless between points within such States, and otherwise 


= regulate such transportation and transmission, which power is 
al recognized in the several States, and left unaffected by 
anything contained in this or any other section of this Act.’ 


wn 2. That paragraph (3) of section 13 of said Interstate Com- 
perce Act, as amended by section 416 of the Transportation Act, 1920, 
© amended to read as follows: 


which” Fo the end that full information may be developed upon 
hers a caste hearing, all necessary adjustments of rates may be 
mr ease and federal authorities respectively, the commission 
over the = With the State authorities having regulatory jurisdiction 


respect ass of persons and corporations subject to this Act with 
of carri © the relationship between rate structures and_ practices 
of the ers subject to the jurisdiction of such state authorities and 
Coane commission, and, together with such state authorities the 

~/MSsion may also confer with the representatives of carriers and 


Shi rs " Ppt" * ‘ il i 
Hoe nar The commission is also authorized to avail itself of the 
in th ation, services, records and facilities of such State authorities 


us Performance of its duties under any provision of this act. 
"ec. 3. Paragraph (4) of said section 13 is hereby repealed.” 


“After finding that conditions of traffic both interstate and 
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intrastate were substantially similar, and after finding that 
a great number of intrastate rates in Kansas were higher than 
the corresponding interstate rates, the Interstate Commerce 
Commission swept aside, except as to rates on crude oil and 
articles basing thereon, the whole fabric of Kansas state rates, 
including those which it specifically found were higher than 
the corresponding interstate rates,’ Clyde M. Reed, chairman of 
the public utilities commission of Kansas, testified, November 1. 

Mr. Reed characterized the action of the Commission in the 
Kansas case as “most extraordinary.” He charged that it also 
transferred to the carriers its legal power to determine dis- 
crimination by entering an order providing that the carriers 
were not authorized to fix intrastate rates higher than interstate 
rates. 

“The Kansas carriers are not so thin-skinned as the Inter- 
state Commerce Commission,’ said he. “Notwithstanding the 
findings of the Commission and the language of the order, they 
blithely proceeded to raise freight rates in Kansas the full per- 
centage of increase allowed on interstate rates by the Inter- 
state Commerce Commission, notwithstanding the fact that in 
thousands of instances the state rates were already higher than 
the interstate rates.” 

Mr. Reed said “extraordinary situations” accumulated in 
the Kansas situation which he summarized as follows: 

“A summary of the Kansas rate situation is: the Kansas 
commission made an order raising the rates for the purpose - 
of giving the railroads additional revenue, the adequacy of which 
has not been questioned. 

“The railroads applied to the Interstate Commerce Com- 
mission to set aside this order on the ground of discrimination. 

“The Interstate Commerce Commission ordered a hearing 
and after finding traffic conditions were similar and that many 
Kansas rates were higher than interstate rates, set all Kansas 
rates aside. 

“The railroads misinterpreted the limiting clauses of the 
Interstate Commerce Commission order. 

“The Kansas commission applied to the United States Dis- 
trict Court for relief. 

“The court first granted the restraining order against the 
railroads and then dissolved it, directing the Kansas commis- 
sion to return to the Interstate Commission and exhaust its 
remedy. 

“The Kansas commission prayed the Interstate Commerce 
Commission to interpret and clarify its order so that the state 
could secure relief from the illegal charges which were being 
imposed. 

“The Interstate Commerce Commission, having transferred 
its powers to determine discrimination to the railroads, failed 
to clarify its order and reopened the case for hearing upon these 
specific cases, thereby imposing upon the state of Kansas the 
burden of pointing out every particular rate of which it com- 
plains. 

“A rehearing was held and an additional record made in the 
case, and the matter now reposes in the bosom of the Interstate 
Commerce Commission. 

“In the meantime the state of Kansas is paying the higher 
charges and is wholly without power to change a single one 
of its own rates, being restrained by the courts and not being 
able as yet to secure relief through the Interstate Commerce 
Commission.” 

Mr. Benton made a brief statement to the committee in re- 
spect to section 15-a. He said that the Commission had used 
that section to support its findings of discrimination on “a 
revenue basis” and that before the enactment of the transpor- 
tation act, the Commission had made no findings of discrimina- 
tion on that basis. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, has filed a request with Senator Cummins ask- 
ing for an opportunity to be heard before the hearings on the 
question of intrastate rate regulation are closed. It is under- 


stood a representative of the Commission also will be called 
before the committee. 


Through Mr. Benton, the National Association of Railway 
and Utilities Commissioners concluded the presentation of testi- 
mony on requested amendments of the transportation act No- 
vember 2. Alfred P. Thom, general counsel for the Association 
of Railway Executives, and the majority of the attorneys who 
represented the carriers in the intrastate rate litigation before 
the Commission were present. 

The amendments recommended by the state commissions 
were submitted in legal form by Mr. Benton and the discussion 
centered around those having to do with the regulation of rates. 
These amendments are as follows: 


Sec. —. That paragraphs (3) and (4) of section 13 of the inter- 
state commerce act, as amended, be amended to read as follows: 
““(3) Whenever in any investigation under the provisions of this act 
there shall be brought in issue any rate, fare, charge, classification, 
regulation or practice made, imposed, or required to be kept in force 
by authority of any state, the Commission, before proceeding to hear 
and dispose of such issue, shall cause the state or states interested 
to be notified of the proceeding. Before making any finding that the 


imposition or keeping in force of such rate, fare, charge, classification, 
regulation or practice is within the inhibition of any provision of this 
act, the Commission shail confer with the authorities of such state or 


class of 


states, so notified, having regulatory jurisdiction over the 
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persons or corporations subject to this act, or afford opportunity for 
conference, concerning the relationship between rate structures and 
practices of carriers subject to the jurisdiction of the state and fed- 
eral authorities, respectively, and the effect of the same upon the 

person or persons or locality or localities engaged in interstate com- 

merce claimed to be injured thereby, with a view to a full under- 

standing of the entire situation by both state and federal authorities, 

so that such structures and practices may be brought into harmony 

by any necessary changes in the same, through action of either state 

or federal authorities, or both, without the making by the Commission 

of an order of the character authorized in paragraph (4) of this sec- 

tion, and to that end the Commission is authorized and empowered, 

under rules to be prescribed by it, and which may be modified from 

time to time, to hold joint hearings with any such state authorities, on 

any matter wherein the Commission is empowered to act. The Com- 

mission is also authorized to avail itself of the co-operation, services, 

records and facilities of such state authorities in the enforcement of 
any provision of this act. 

(4) Whenever, after any such investigation, and a full hearing, 
the Commission shall find that the imposition or keeping in force of 
any particular rate, fare, charge, classification, regulation or prac- 
tice, made, imposed or required to be kept in force by any state, 
constitutes a discrimination within the inhibition of this act, which 
cannct be removed in the manner contemplated by paragraph (3) of 
this section, it shall prescribe the rate, fare or charge, or the maxi- 
mum or minimum, or maximpm and minimum, thereafter to be 
chaiged, and the classification, regulation or practice thereafter-to be 
observed by the carrier or carriers theretofore found to have discrim- 
inated, in such manner as, in its judgment, will remove such ad- 
vantage, preference, prejudice or discrimination, and such carrier or 
earriers shall thereafter observe the same, while the order of the 
Commission continues in effect, the law of any state, or the decision 
or order of any state authority to the contrary notwithstanding; Pro- 
vided, That no rate, fare, charge, classification, regulation or practice 
applicable to the transportation of persons or property in intrastate 
commerce, made, imposed or required to be kept in force by authority 
of any state, shall be set aside, or held to be within the inhibition of 
any section of this act, solely by reason of the fact that it yields to 
the carrier a different revenue from that received for corresponding 
mileage from the interstate rate with which it is compared, but only 
if the same shall be found from competent evidence to injure a person 
or persons, or a locality or localities, engaged in interstate commerce 
to such an extent as seriously to diminish the business of such person 
or persons or seriously to retard the growth and development of such 
locality or localities; and unless the same shall also be found from 
competent evidence to be unreasonable and non-compensatory in such 
state under honest, efficient and economical management and opera- 
tion; Provided further, That whenever the Commission shall make any 
order prescribing any rate. fare, charge, classification, regulation or 
practice, for intrastate application it shall make a report of the facts 
found from the evidence in the record, upon which it bases the findings 
hereinbefore provided for; And provided further, That no order of the 
Commission, made under the authority of this paragraph, prescribing 
any rate, fare, charge, classification, regulation or practice shall 
operate to prevent the exercise of any state of its regulatory power 
with respect thereto for a longer period than two years from the 
date when said order shall become effective.” 

Sec. That section 1 of the interstate commerce act, as 
amended, be further amended by adding thereto a new paragraph as 
follows: ‘'(25) That it is hereby declared to be the policy of Congress 
to recognize the right of the several states to exercise full and final 
jurisdiction over the internal commerce of said states, respectively, 
and over the rates and services applicable to the transportation of the 
same, subject only to the necessary protection of interstate commerce, 
provided for in paragraph (4) of section 13 of this act.’”’ 

Sec. That no order of the Commission heretofore made pre- 
seribing any rate, fare, charge, classification, regulation or practice 
in intrastate commerce shall be of any effect after the expiration of a 
period of ninety days from the passage of this act, but the Commis- 
sion, within such period, upon consideration of the record in any 
proceeding wherein any such order has been made, and without 
further hearing may, within the limits of the power granted by said 
section 13, as amended by this act, make a new report and such 
new order as may be justified by the facts found therein and sup- 
ported by said record. 


See. That section 15a of the interstate commerce 
amended, be, and the same is hereby, repealed. 


act, as 


Mr. Benton explained that the amendments would repeal 
that part of the act giving the railroads the right to file petitions 
with the Commission bringing in issue alleged discriminatory 
state rates. This right was first accorded the carriers when the 
transportation act was passed and under it they initiated the in- 
trastate rate cases after the Commission’s decision in Ex 
Parte 74. 

Senator Cummins, when Mr. Benton had completed reading 
the proposed amenements, said with reference to the one relat- 
ing specifically to intrastate rates: “That reverses the Shreve- 
port doctrine.” 

Mr. Benton replied that he did not think so. 


“It does in this respect,” said the senator. “The Shreve- 
port doctrine does not require the Interstate Commerce Com- 
mission to find state rates unreasonable or non-compensatory.” 

“It is true,” said Mr. Benton, “that it has been held ex- 
plicitly that in a discrimination case the question of reasonable- 
ness is not involved. .The purpose of the amendment is to make 
the reasonableness of a rate an issue to this extent—that the 
Interstate Commerce Commission shall not set aside a state rate 
without inquiry as to its reasonableness.” 

Senator Cummins said under the amendment the Commis- 
sion would be required not only to find a given state rate dis- 
criminatory, but also unreasonable, in itself before it could re- 
move the rate, and that he took it that the reasonableness of 
the rate would be determined on a revenue basis. 

“The result could be that the Commission might find a rate 
discriminatory, but at the same time find that it is reasonable,” 
said he, “so far as producing revenue is concerned, and in that 
event the Interstate Commerce Commission could give no relief. 
You give the Interstate Commerce Commission the authority to 
inquire into the reasonableness of an intrastate rate.” 

Mr. Benton’s view was that if such a case should arise the 
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remedy would lie in the Commission correcting the interstate 


rate. ondut 






“The trouble has been,” said he, “that the Commission ha pp°24“ 
proceeded on the assumption that the fault lies with the State he in 
rate.” man t 

“Why don’t you write in the thought you have just ¢. pwines 
pressed—that if the Commission finds discrimination that it jp. 
quire into the interstate rate and find out if it is wrong?” aske alled 
Senator Cummins. “Do you assume that if a discrimination jy pnd 
found, both the state and federal rates could be reasonable?” hat a 

Mr. Benton said it was his belief that if paragraph 3 wer Bmore, 
drawn as suggested there would not be one case in a hundreq BEY 
requiring action by the federal commission. He said the staje pest S 
commissions would treat the carriers fairly. 3 

Chairman Cummins said it appeared that what the state heard 


commissions were asking was that if the federal, Commissig, *© 


found discrimination it should remove it by modification of the 











interstate or the state rate. panizi 
Mr. Benton said he would not go on record as saying that and § 

the Congress had the power to delegate to the Commission the Peco 
authority to fix intrastate rates, but that that power had beep that 
delegated and the states at this time were not asking a change poeen 
in that respect. time 
The other amendments offered by the state commissions J2°?"° 
follow: ‘about 
ew I 

Sec. —. That paragraph (1) of section 15 of said act be amended Bbeen 


by adding thereto the following: ‘‘Provided, however, That no street, 


2 e , ter 
suburban or interurban electric railroad shall be subject to the juris. f 





diction of the Commission unless the same shall be engaged in the psuSpE 
general transportation of freight, which it interchanges with con. fon tl 
necting lines.”’ i 
Sec. —. That paragraph (17) of section 1 of the interstate com. } 
merce act, as amended, be amended by adding thereto the following: hear 
“And provided further, That any state, by action of its appropriate PHe fi 
regulatory authorities, may make reasonable orders and_ regulations Ba he 
requiring cars within its borders to be distributed equitably to ship- ‘ 


pers desiring to make shipments therein, without regard to whether 

such shipments are to be intrastate or interstate, except that no 

requirement shall be made under this proviso which shall conflict with Busua 

any provision of this act, or with any lawful order of the Commission.” ollo 
Sec. That paragraph (20) of section.1 of the interstate com- — | 





merce act, as amended, be amended to read as follows: ‘‘(20) Th > , 
Commission shall have power to issue such certificate as prayed for, or Pmins 
to refuse to issue it, or to issue it for a portion or portions of a line of Biss 
railroad, or extension thereof, described in the application, or for 
the partial exercise only of such right or privilege, and may attach man 
to the issuance of the certificate such terms and conditions as in its PF ar 
judgment the public convenience and necessity may require. Such Sorga 
certificate shall not relieve the carrier obtaining the same from con- I 
forming to the laws of any state with respect to the construction, wd 
operation or abandonment coveréd thereby. Any construction, opera- inte 


tion or abandonment contrary to the provisions of this paragraph or 
of paragraphs (18) or (19) of this section may be enjoined by any 
court of competent jurisdiction at the suit of the United States, the 
Commission, any commission or regulating body of the state or states 
effected, or any party in interest; and any carrier which, or any 
director, officer, receiver, operating trustee, lessee, agent or person, 
acting for or employed by such carrier, who knowingly authorizes, 
consents to, or permits any violation of the provisions of this para- 


tion 
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graph or of paragraph (18) of this section, shall upon conviction The 
thereof be punished by a fine of not more than $5,000 or by imprison- wa 
ment for not more than three years, or both.’’ 
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Senatora Cummins said the above amendment would destroy 
the power conferred by Congress on the Commission with regard 
to certificates of public convenience and necessity because the 
final power would be left with the states. He said there was 
much, no doubt, to be said in favor of the proposed amendment, 


but that he was simply pointing out it would mean a reversal of 
policy. 
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T0a 
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Mr. Benton argued that the states believed that when 29/0 
community helped to build a railroad the corporation should not §1% 
be permitted by federal authority to take up the road and walk Bthe 
away. cla 

Discussing section 15a, Mr. Benton referred to the Commis : 
sion’s decision in the western grain rate case. He said the Com F“*! 
mission pointed out that while its duty formerly was to prescribe ve 


just and reasonable rates, it now held its duty was to see thal 
there was an aggregate return on an aggregate value and thal 
it should do all it could to carry out the requirements of the att. 

The Transit Commission of New York, Mr. Benton said, de 
sired an amendment which would preclude the federal Commis 
sion from upsetting the order of a state commission requiring 
carriers to make expenditures on grade crossings for the safety 
of the public. He said the New York commission felt that !! 
could not exercise its power effectively in such cases witholl 
the assurance that its orders would not be overturned by thi 
federal Commission. 


Charges by Marsh 

Charges by Benjamin C. Marsh, managing director of th 
Farmers National Council and executive secretary of the Peo 
ples Reconstruction League, that the Senate interstate col 
merce committee had heard the railroads first in the Cummls 
investigation with the intent of closing the investigation ther 
after without giving railroad labor a chance to be heard welt 
met by Senator Cummins with the declaration that the chargé 
were unfounded in fact and were false. Marsh and S. H. Cowal 
appeared before the committee on the Capper bills providing {0 
repeal of section 15a and for restoration of state control ové 
rates. 
“Mr. Marsh suggests bad faith on the part of the committee 
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onducting the investigation into the railroad situation,” said 
enator Cummins. “That is not only unfounded as a fact, but 
he inference he draws from it is entirely erroneous. The chair- 
man takes full responsibility for the program and for the way 
witnesses were called.” 

The chairman then went on to say that the railroads were 
allied as Witnesses first because, in leoking over the revenues 
nd expenses for the year ended March 1, 1921, it was found 
hat although the railroads had received nearly a billion dollars 
,ore in revenue than in the year before, they had expended that 
um in operating expenses, and that the committee felt that the 


rst step was to call in the railroads to explain in regard to that. 


“Tt is not true that only those defending the railroads were 


Heard,” he continued, referring to the testimony given by S. 


Havies Warfield and his associates. 

The senator regarded the testimony of the Warfield or- 
sanization as “severe criticism” of the railroad managements, 
bnd said the witnesses had pointed out methods of effecting 
economies in operation. He said further the committee knew 
hat the railroad brotherhoods charged that the railroads had 
Deen extravagant and that the chairman had twice assigned 
ime for their representatives to appear, but that each time the 
yepresentatives asked that the hearing be postponed. He said 
about that time he became ill and that because there were so 
Yew members of the committee in Washington the hearing had 
Deen suspended. It was resumed, he said, as soon as possible 
‘after he had returned to Washington, and was then temporarily 
suspended because of the insistent public demand for hearings 
ion the Capper bills. 

Marsh declared he had been denied an opportunity to be 
heard and that “McAdoo was here ready to go on the stand.” 
‘He further reiterated that some of the brotherhoods were denied 
‘a hearing. 

“That is not so,” asserted the chairman. 
| Marsh, before the attack by Senator Cummins, made his 
musual attack on the “Esch-Cummins law” and the railroads as 
follows: 

“The Capper bill, S. 1150, to repeal that section of the Cum- 
mins-Esch law which instructs the Interstate Commerce Com- 
‘mission to fix rates to yield six per cent on valuation inflated 
‘many billions, is chiefly important as proving that the American 
‘Farm Bureau Federation, the National Grange, and other farm 
lorganization representatives who endorsed that bill betrayed 
‘the farmers of America and knowingly served the Wall Street 
‘interests. Such a halfway measure as this is, however, no solu- 
tion for the national transportation crisis, nor is the tentative 
reduction in freight rates just granted by the Interstate Com- 
merce Commission. There is only one solution of the transpor- 
tation question, and that is the immediate restoration of the 
railroads to unified government operation, and the reduction 
of freight rates to those in force when the roads were returned 
‘The Cummins-Esch law was forced through partly to save some 
Wall Street crooks who had interfered with government opera- 
tion under the Federal Control act from going to jail. 

“This committee owes it to itself to call the two former 
Directors General of the Railroads, McAdoo and Hines, before 
it to get all the facts. The American people have a right to 
‘demand this. Representatives of the railroads deliberately falsi- 
fied to this committee about the net operafing income of the rail- 
Toads, In 1918 it was $906,500,000, not $638,568,603, as the car- 
riers stated; in 1919 it was over $906,000,000, and not $457,060,- 
000, as the roads claimed. During the first eight months of 
1920, the last six of which were with the government guarantee, 
ithe roads’ net operating income was not $61,928,626, as they 
claimed, but $789,000,000. 

“The Farmers’ National Council last May asked the Presi- 
dent to prosecute those responsible for the waste and graft under 
the Cummins-Esch law amounting to hundreds of millions of 
dollars. Why does the President not do this? 


“The Interstate Commerce Commission cannot protect ship- 
bers Or consumers so long as the railroads are privately owned. 
They admit it. The wage issue is not involved in this issue. 
The question is: Has the present Administration and Congress 
the courage to defy Wall Street, prosecute the big grafters, and 
testore the railroads to unified government operation for the 
sora the American people, and not of the big financial in- 

sts?” 

Mr. Cowan delivered a lecture to the committee on the 
egulation of the railroads, declaring a great mistake had been 
“aga in that the committee did not hold hearings on section 
oa and that he had never believed it was possible for Congress 
‘0 make a rate-making rule that would work, and that the 
Commission had yielded because of the great influence behind 
= tate-making section, which he said in effect had been put 
pee by “the senior Warfield and Luther Warfield.” 

. The time is, coming when the government will own and 
ne every public necessity,” Cowan continued, basing his 
wiphanie on the belief that because of legislative enactments 
e government was proceeding headlong in that direction. 
Urging repeal of section 15-a and of the labor provisions of 
we transportation act, Cowan said if that were not done the 
edge would be compelled to take over the roads. He 
‘ald the irouble with the law was that it required the. Com- 


the 
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mission to give the railroads a fixed return regardless of “giving 
service at a reasonable cost.” 

“When Congress attempted to frame a rate-making rule, it 
overstepped the bounds of proper regulation,” he declared. “If 
Congress and God do not protect the helpless, who will do it? 
The others will take care of themselves.” 

Cowan paid his compliments to the Ripley report on con- 
solidation of the railroads into 19 systems by saying the pro 
posal was “a great joke.” He said professors were not in their 
proper field when they attempted to deal with practical prob- 
lems. He declared further that the government could not com- 
pel consolidation of the railroads unless it took over the prop- 
erties. 

The transportation act, he said, had paralyzed business, 
destroyed individuals and the railroads—or, at least, had been 
an important factor in accomplishing those results. 

“When you give to one arm of the government sitting in 
Chicago the power to fix the expenses of the railroads and at 
the other end you give the Commission the power to fix rates, 
you have destroyed the fabric of regulation,” said he. “It can’t 
be done.” é 

He further declared that when the Labor Board undertook 
to fix wages that the railroads could not pay, it “wrecked the 
country.” The valuation fixed in Ex Parte 74 he declared to 
be the “greatest crime ever committed in public,’ with the ex- 
ception of the “taking of blood.” He also charged that the 
Commission, in Ex Parte 74, had ignored the provisions of the 
law with respect to economical and honest management of the 
railroads. In the western grain rate case, he said the Commis- 
sion recognized its duty to fix reasonable rates. The value 
placed on railroad property in Ex Parte 74, he said, was “twice 
too high for rate-making purposes.” 


CARRIERS TO GO AHEAD 


W. H. Chandler, president of the National Industrial Traffic 
League,under date of October 31, telegraphed T. DeWitt Cuyler, 
chairman of the Association of Railway Executives, as follows: 


Will you kindly advise me if the carriers will proceed with the 
program agreed upon October 14, which I understand to be that the 
question of revising railroad wages on a fair and equitable basis will 
at once be submitted to the Labor Board for determination and that 
rate reductions will take place concurrently with any wage reductions 
authorized. Members of the National Industrial Traffic League and I 
am sure the public generally expects the carriers to take this step 
without delay and unless applications are filed as quickly as com- 
plianece with provisions of transportation act will permit they will 
unquestionably hold railroads responsible. If application is promptly 
filed responsibility will rest with Labor Board. League annual meet- 
ing is held next week and I will appreciate a statement of carriers’ 
purpose with respect to this question not later than November 3 to 
submit to our special committee on railroad legislation which meets 
November 4. 


The following reply was sent by Mr. Cuyler, November ‘1: 


It is intention of roads to proceed in conformity with their decla- 
ration October 14, made at Chicago—namely, to apply as speedily as 
possible in conformity with transportation act for a reduction of 
wages as determined upon in that declaration. Matter ig well in 
hand with chairmen of respective territorial divisions. It is also in- 
tention of association to confer with Interstate Commerce Commis- 
sion as to further reduction in rates at earliest date possible. We 
are awaiting advices from chairman of Interstate Commerce Com- 
mission as to date of meeting. 

After a telephone conversation with Chairman Cuyler, of the 
Association of Railway Executives, October 29, Samuel Felton, 
president of the Chicago Great Western, and chairman of the 
association’s western publicity committee, said: 

“The calling off of the strike does not alter our plans. We 
will proceed to apply for wage cuts immediately and to carry 
out the program outlined in the resolution passed on October 14.” 

The resolution referred to said that wage cuts would be 
asked so that rate reductions could be made. Mr. Felton made 
it clear that the executives were planning nothing that would 
in the least conflict with the law or with any of the board’s 
orders. ‘We do not think that the course we have adopted and 
which we intend to carry out is in any way a violation of any 
of the board’s decisions,” he said. 


NO VOLUNTARY REDUCTIONS 
The Trafic World Washington Bureau 


All plans for voluntary rate reductions have been laid 
aside for the present by the railroad executives. That is one 
definite and tangible result of the Labor Board’s communication 
to the railroad brotherhoods, that it cannot even consider appli- 
cations for wage reduction until after it has disposed of cases 
concerning working conditions. 

Abandonment of plans for having coincident wage and rate 
reductions took place almost immediately after the withdrawal 
of the strike order. That plans of that kind would be shelved 
was taken for granted immediately after the withdrawal of the 
strike order. Information that that had been done reached Wash- 
ington early in the week. 

Instead of thinking about reductions that might voluntarily 
be made in an effort to restore business normalcy, executives 
spent much time in considering whether they had better not de- 
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vise plans for making even more stubborn fights against rate 
reduction cases before the Commission; also against the efforts 
for reductions emanating from the White House. 

At the same time, state commissioners and associations of 
shippers were increasing their pressure for general reductions, 
either through a formal hearing on a reopened Ex Parte No. 74, 
or applications for summary action by the Commission, the latter 
based on an assumption that the grant of power in section 15a is 
so broad that the Commission could take summary action. 

Adherence by the executives to their determination to do 
nothing about general reductions will put on the Commission 
the responsibility of deciding whether, in view of what the Labor 
Board told the brotherhoods, it can afford formally to order them 
to cut their revenues below the level that will be caused by the 
reductions already made and reductions formally suggested in 
the western live stock and grain rate cases. It has motions, 
requests, and suggestions in large quantity on its files. It has 
made none of them public. Such publicity as the moves have 


received is the result of the movers telling about what they had 
done. 


Intimations began coming to Washington on the subject of ~ 


the attitude of the rail executives in connection with the western 
grain rate case soon after the strike was off. Traffic officials of 
western carriers, just about the time the strike was called off, 
asked the Commission for a conference on its grain rate decision. 
They did not indicate what things were in their minds. It was 
assumed, however, that they were having trouble in applying the 
Commission’s report, because the grain rate structure is about 
as delicate as a ship’s chronometer. 

Arrangements for a talk with Chairman McChord were made 
for November 2. It was not held, however. Instead, Edward 
Chambers, vice-president of the Santa Fe, called on Mr. McChord 
to say to him that the traffic men had not lined up all the ques- 
tions they desired to discuss. It was therefore tentatively agreed 
that they would try to present their troubles three or four days 
later. 

It was assumed when the request for a conference was made 
that the questions which the western traffic men wanted to ask 
would refer merely to the application of the formulae laid down 
in the report. However, before the time for the conference ar- 
rived it became known that some of the western executives had 
raised the question whether they should follow the advice of the 
Commission or tell it they would not make the reductions. be- 
cause to do so would deprive them of too much revenue. That 
there was disagreement among the executives on that subject 
was apparent from the fact that some of them, even after the 
strike order was withdrawn, continued to tell their subordinates 
how the wishes of the Commission in regard to rates on grain 
should be carried out. 

The fact that the traffic officials were not ready, on November 
2, to proceed with the conference for which they had asked, 
tended to strengthen an impression that there was serious debate 
about obeying the formal suggestion for the elimination of half 
the Ex Parte No. 74 increases on grain in the west. 

Prior to the withdrawal of the strike order, it has been 
learned, the Association of Railway Executives had practically 
agreed on a general 10 per cent reduction on all agricultural 
products. It was suggested that a 10 per cent reduction on the 
whole list be substituted for the reductions suggested in the 
report on the western grain rate case, but that and every other 
suggestion of that kind was placed on the suspense file when the 
Labor Board took the action it did. 

Although there was the discussion before mentioned about 
the advisability of going through with the reductions advised in 
the grain rate case, it is believed the outcome will be a determi- 
nation to swallow that dose, bitter as it may be, but to resist in 
case any other similar prescriptions are offered. 


No information could be obtained from Chairman McChord 
about T. DeWitt Cuyler’s message to W. H. Chandler that it was 
the intention of the executives to confer with the Commission 
as to further reductions in rates and that they were awaiting 
advices from the chairman of the Commission as to the date of 
meeting. Chairman McChord would make no statement about 
the Cuyler-Chandler correspondence for publication, nor would 
he make any statement as to whether a conference is to be held. 
He left the implication that no arrangements for a conference 
had been made. 


WESTERN LIVE STOCK CASE 


The Trafic World Washington Burcan 


The Commission has set down for further argument No. 
12146, the western live stock case, on all the pending applica- 
tions for construction and interpretation of the Commission’s re- 
port in that case. The docket, at the time the argument was 
announced, did not show what applications had been made. It 
was known, however, that Samuel H. Cowan, attorney for the 
complainants, had asked the Commission for a ruling that would 
have the effect of making the movement of stocker and feeder 
cattle to the feed lots and then to market a continuous move- 
ment instead of two separate ones. Such a ruling would result 
in bringing many rates over the 50 cents per hundred limit set 
tn the case. Rates less than 50 cents were not to be changed. 
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The report, therefore, if literally followed, would have no effec; 
on the rates paid from the feed lots near the big markets, g. 
though the combination of rates to the feed lot and thence tg 
market would be much above the 50 cent limit. 

The Commission November 3 reopened the case. The re 
opening was made on the application of the complainants ang 
the Iowa commission, the latter as an intervener. The cop. 
plainants will ask the Commission to make its reductions apply 
to all rates by eliminating the fifty cents per 100 limit impose 
in the original decision. 


STATE RATE CASES 


The Traffic World Washington Burcay 


On behalf of the state commissions of Arizona, Kansas 
Nevada and North Dakota, John E. Benton, general solicitor for 
the state commissions, has filed with the Commission petitions 
asking that the state rate cases affecting those states wherein 
state rates were made by the Commission be reopened and 
appropriate orders made requiring the same reduction in intra. 
state rates as will be made in interstate rates under the decision 
of the Commissicn in the grain and hay case. 

Nebraska and Texas are in the same position as the states 
named above, but they have not yet acted. The other states in 
Western and Mountain-Pacific territories may take direct action 
because, as put by the state commissioners, their intrastate rates 
are not “tied up” by any federal orders, due to the fact that they 


permitted percentage increases equivalent to those authorized in 
Ex Parte 74. 


REOPENING OF EX PARTE 74 


The Trafic World Washington Bureau 


Possible reopening of Ex Parte 74 by the Commission has 
been brought to the attention of the state commissions by 
John E. Benton, general solicitor, who says it is his information 
that the Commission is seriously considering various requests 
that that be done. 

Clyde M. Reed, chairman of the Kansas commission, has 
filed an intervening petition in support of the petition filed 
by the American Farm Bureau Federation asking “a general 
reduction in freight rates on the basic necessities of life.” Mr. 
Reed, in his petition, asks that the Commissicn fix a new ag: 
gregate value on the properties of the railroads. 

In commenting on that request Mr. Bentcn said: “I have 
always thought the value fixed in Ex Parte 74 more than would 


probably be fixed ‘upon more ample information and considera- 
tion.” 


FARMERS MEET SENATORS 


The Traffic World Washington Bureau 


At a conference in Washington with sixteen senators who 
are members of the so-called “agricultural bloc,” J. R. Howard, 
president, and Gray Silver, Washington representative of the 
American Farm Bureau Federation, addressed the senators on 
the transportation question from the farmer’s viewpoint. Re 
peal of the rate-making .section and reduced freight rates on 
farm products was urged. 

Announcement was made by the Federation that Clifford 
Thorne, general counsel, would oppose section 15a on the ground 
that it is unconstitutional because of the requirement as to divi- 
sion of excess earnings. Repeal of the Adamson law also Will 
be urged by Mr. Thorne. 


WISCONSIN RATE CASE 


The. Trafic World Washington Bureau 


In a bulletin to state commissions this week on the Wiscol- 
sin intrastate rate case pending in the United States Supreme 
Court, John E, Benton, general solicitor of the National Associa 
tion of Railway and Utilities Commissioners, said: 


It is rumored that the court is evenly divided, leaving the deciding 
vote with the new chief justice. This is doubtless merely a guess, 
based upon the fact that the reargument has been ordered. Neverthe- 
less, it is a guess which would appear to be a natural one. I shall, of 
course, ask for time to make argument on behalf of the state com- 
missions, as I did when the case was first argued last March. 


REDUCTIONS IN OHIO 


The Ohio state commission, which authorized the same pel- 
centage increase as was provided in Ex Parte 74, has entered 
an order reducing certain rates in that state. The Ohio com 
mission, because it granted the 40 per cent increase on intra 
state traffic, retained control of state rates. The reductions 
authorized now are as follows: 


For sand, gravel and crushed stone, restoring the rates to ° 
basis existing Aug. 25, 1920, before the Ex Parte 74 advance was — 

For vitrified paving blocks, restoring the rates of August 209, 1920, 
decreased 10c per ton. 95 

On sugar beets, sliding mileage scale per ton for distances of 2: 
miles or more to 200 miles, now varying in amount from 84c to = 
according to distance, reduced to amounts varying from 7(c to $1.8" 
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TO MOVE BOARD TO WASHINGTON 


The Trafic World Washington Bureau 


Consolidation of the Railroad Labor Board with the Inter- 
state Commerce Commission may be regarded as “a live ques- 


tion” it was 
jearned that 
averted. 


said at the White House October 28, where it was 
the President was gratified that the strike had been 


In any event the Labor Board probably will be moved to 


Washington 


if legislation accomplishing that end can be put 


through Congress, as the Harding administration regards the 
provision of the law fixing headquarters in Chicago as a mistake. 


The 


idea is that if the Board were in Washington it could co- 


operate to better advantage with the Commission and other 


governmental agencies. 


Members of the Board, it was said, 


favor moving to Washington. 
Apparently the Harding administration anticipates some 
changes in the labor provisions of the transportation act as an 


outgrowth of 


the threatened strike situation and regards as pos- 


sible the giving of the power to fix wages to the Commission. 

It could not be learned whether or not the White House ap- 
proved the manner in which the Board brought about the rescind- 
ing of the strike orders, but at the capitol the consensus was 
ihat the Board had made a mistake in turning itself into a board 


of mediation 


and conciliation. Several members of the Senate 


interstate commerce committee; while declining to be quoted, ex- 


pressed disa 

Senator 
merce comm 
tions of the 


pproval of the Board’s action. 

Cummins, chairman of the Senate interstate com- 
ittee, when asked about the possibility of the func- 
Labor board being turned over to the Commission, 


said there was considerable sentiment in favor of that but he 


said he was 
a move. 


not prepared to say whether he would approve such 


There appears to be little doubt that the committee will go 
into the labor provisions of the transportation act with a view 


tio making some changes. 


Legislation along that line, however, 


is not expected in the near future—that is, it is generally be- 
lieved that any important changes in the transportation act will 
not be brought to the floor of Congress for final action for some 


months. 


President Harding wouid like to see the Labor Board situated 


in Washington. 


in Washingt 


It is pointed out that if the Labor Board were 
on the President could call in the chairman or mem- 


bers when he desired to go over some phase of the railroad situa- 
tion without delay but that with the board in Chicago it is 
more difficult to establish contact with it. 

The suggestion that the power to regulate wages be vested 
in the Commission was considered when hearings were held on 
the bills which finally were redrafted into the transportation 


act. 
Speakin 


g on that subject before the House committee on 


interstate and foreign commerce on July 17, 1919, former Chair- 
man Clark said: 


We think it would be an unsound public policy to place in one 
body the duty of regulating the activities of the carriers and their 
rates and charges from which their revenues are derived, and also 


the fixing of 


roads, to wit, 


the largest item in the operating expenses of the rail- 
the wages of employes. 


Personally, I believe it would develop in a few years that it would 


be destructiv 
of the entire 


applicant for 


tribunal wou 
lorces and di 
and a strike 


e of the influence and standing and opportunity for good 
plan and of the entire body that administers it. The 


I rr increased wages would say, “‘You can give us these 
wages and increase the rates if necessary.”’ 


If that were done, the 
Id be accused of playing to popularity among the labor 
sregarding the interests of the public. If it were refused, 
occurred, they would say, on the other hand, that the 


Commission was so niggardly about increasing rates that it had pre- 


cipitated all this trouble. 
on our part of unpopularity. 


I do not mention this because of any fear 
We have enjoyed some of that as it is; 


but I speak of it, Mr. Chairman, in all sincerity as my view of what 


the future would develop. 


It would, I think, inevitably result that 


the administrative tribunal weuld be between the differing opinions 


sof the great 


mass of the people who would be in one of two camps, 


one accusing the Commission of playing to favor the proponents of 
still higher wages and afraid of the consequence of denying anything 


of that kind, 


bers by increasing rates to make up for increased wages, 


and consequently disregarding the interests of the ship- 
and the 


others taking the opposite view. with the result, as I have said, that 
€ strength and influence of the tribunal would, in a few years, be 


Sapped. 


, As to the requirement in the transvortation act that the 
leadquarters of the Labor Board be in Chicago, that provision 
Was written into the law by the conferees because they did not 


Want the board in Washington. 


In support of their position 


lt Was argued that Chicago, being the great railway center of 


the United 
Dlace for ¢ 


States and being centrally located, was the logical 
he tribunal, and also that in Chicago there would 


be less political influence exerted on the board. 
The Labor Board sent an official report to President Harding 


On the set 
that the 
the Pp 


sit 


he re 
the Labor 
hot taken 


tlement of the strike. 
_board was not required under the law to report to 
resident but that in view of the fact that the President 
ad charged the board that the responsibility for meeting the 


uation lay entirely with it, a report by the board was not 
0 be unexpected. 


It was said at the White House 


ference made at the White House to suggestions that 
Board and the Commission be “consolidated” was 
to mean that President Harding himself necessarily 
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favored such a change but rather that such proposals were under 
consideration. There was no doubt left, however, as to the 
President’s wishes with regard to moving the board to Wash- 
ington. 

In an editorial in the official publication of the American 
Federation of Labor, Samuel Gompers, president, said the Labor 
Board should be abolished and that the principle of voluntary 
adjustment of labor disputes should be followed. He said the 
labor provisions of the transportation act resulted in a coercion 
of labor. Said he: 


Before these boards, commissions, or tribunals, employes and em- 
ployers meet as litigants and antagonists. There is no longer a 
gathering around the conference table for the purpose of agreement, 
nor is there any longer the opportunity to compromise as a result of 
discussion. Employes and employers come before these boards under 
the necessity of presenting their maximum demands. They are not 
parties to a conference, but are parties to a suit in court. They are 
not parties to a gathering seeking agreement, but are antagonists, 
each under the necessity of seeking the complete defeat of the other. 

In commenting on the railroad strike being averted, Gom- 
pers said the strike would not take place “now” but that if the 
Labor Board “goes on cutting down wages and working condi- 
tions, the present American railroad labor organizations—which 
are the most reasonable in the world—will be succeeded by or- 
ganizations which will voice the sentiment of the dissatisfied, the 
restless and the discontented.” 


ABOLITION OF LABOR BOARD 


Herman Mueller, traffic director of the St. Paul Association, 
has written the following letter to F. T. Bentley, chairman of the 
special committee on legislation of the National Industrial Traffic 
League: 

In my opinion the statement made by the Railroad Labor Board 
October 25 is the best argument that could possibly be made for its 
abolishment. With a great national necessity confronting us, this 
board, by its published utterances, indicates that it has not the least 
conception of what is its paramount and plain duty. 

The idea of the board stating to the carriers that because its 
docket is clogged with a mass of petty disputes and grievances it 
cannot give consideration to a matter of grave national necessity, is 
simply disgusting. Furthermore, the fact that in a year and a half 
this board has only been able to dispose of seven hundred out of two 
thousand cases shows the absolute futliity of trying to settle con- 
troversies or negotiate agreements between carriers and their em- 
ployes regarding wages and working rules by a national board. Sup- 
posing the Interstate Commerce Commission were to assume the same 
attitude when confrented with an application by the carriers for a 
general increase in rates and refuse to vary from its routine of hear- 
ing and disposing of the thousands of cases on its docket. Had this 
been the attitude and policy of the Commission the only possible result 
would have been to throw all of our railroads into the hands of 
receivers. 

I certainly hope that the railread executives will stand pat on 
their recently announced determination to make application for a 
further reduction in wages and if this board insists on postponing the 
consideration of such applications as indicated by its statement, that 
sufficient pressure will be brought hy the business interests of the 
country to force Congress early in the regular session to abolish the 
board. Also that our committee will make recommendations to the 
Leegue along these lines and that the League will leave nothing 
undone to exert its powerful influence to further the agitation for the 
abolishment of what, by its own evidence, has proved to be not only 
an absolutely useless but also a dangerous governmental agency. 


HOOPER ADDRESSES TRAFFIC CLUB 


Ben W. Hooper, member of the public group of the U. S. 
Railroad Labor Board, whose efforts are generally credited with 
having persuaded the railroad brotherhoods te withdraw the 
stike orders that otherwise would have become effective Octo- 
ber 30, spoke at a luncheon of the Traffic Club of Chicago No- 
vember 3. 

He admitted that the board had acted somewhat as a board 
of meditation in the strike trouble, but insisted that it had 
made the men no promises. All it had done, he said, was to 
show them the actual facts as to the order in which the board 
had previously decided to take up matters before it. 

He said the board had made one mistake in its past in 
refusing to permit representatives of the public to participate 
in the discussion of matters before it. He was evidently re- 
ferring to its barring of representatives of the National In- 
dustrial Traffic League. But he said the board had changed its 
mind and hereafter would permit the public to be heard. 

The transportation act has conferred special privileges on 
railroad workers and has, therefore, invested them with the 
duty and responsibility of maintaining uninterrupted traffic on 
the railroads, he said. 

He also attacked as unsound the proposal that the Inter- 
state Commerce Commission should fix wages. 

“On the theory that the railways are public utilities, en- 
joying under their franchises a practical monopoly, the right 
of eminent domain and other great powers, the government 
has assumed the right to regulate the carriers in numerous par- 
ticulars,” said he. “It seems to me that this theory is just as 
applicab'e to the employe of the railway as it is to the rail- 
way itself. Does he not share with the railway executive the 
great responsibility of public service? 

“While the government has granted to the carrier immense 
powers and privileges, it has also, in the transportation act, 
bestowed on the employes the highest dignity and power ever 
conferred on labor in any land. The old common law doctrine 
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of master and servant has been wiped out by the transporta- 
tion act, in so far as railway employes are concerned. That 
statute places the carrier and its employes in a contractual re- 
lationship. The representatives of the employer now sit down 
at a table and negotiate with their employes their wages and 
working conditions, with the right of appeal to an impartial 
governmental tribunal. 

“It is this recognition of the rights of railroad labor, coupled 
with a guaranty of judicial protection against arbitrary and 
unfair treatment, which, in my judgment, makes it as morally 
obligatory on the employes to give the public efficient and 
uninterrupted service as it is on the railway management. 

“Occasionally it is suggested that the functions of the Labor 
Board should be transferred to the Interstate Commerce Commis- 
sion. The advocacy of such an idea involves a most glaring 
fallacy. The line of argument brought to bear is that the adjust- 
ment of freight rates and the adjustment of wages are mutually 
dependent on each other, and that the jurisdiction over both 
matters should be vested in the same body. 

“The unsoundness of this position is easily discernible. It 
may be and doubtless is true to some extent, that the fixing of 
freight rates is partially controlled by the carriers’ operating 
expenses, but the converse of this proposition is by no means 
correct. The fixing of wages cannot be made to depend on freight 
rates. Because there has been a reduction in wages, it necessarily 
follows that the carrier is thereby enabled to stand a reduction 
in rates. It does not necessarily follow that a reduction in rates 
justifies a reduction in wages. It may or it may not. 

“It must be remembered that the carrier gets the direct 
benefit of every cent of a wage reduction. But the ecarrier’s 
employes do not get the direct benefit of a rate reduction. This 
is not given to them. It is given to the public. The only benefit 
the employes get from a rate reduction is the indirect benefit 
derivable from such decreases in the cost of living as may result 
from the rate reduction. 

“The wages of the employes must be just and reasonable 
based on the elements set out in the statute. When these matters 
have been properly considered by the Labor Board, and the wages 
fixed, then the Commission will know as well what the railroads 
are paying in wages as if they established the wages. 

“If the Commission were empowered to fix wages it would 
have to do it on the same basis on which it is now done by the 
Labor Board, and not on the basis of freight rates.” 


BOARD WORKS ON RULES 


Since the passing of the strike crisis, the Railroad Labor 
Board has been holding two executive sessions daily in an effort 
to speed up its work on rules and working agreements, and it 
was announced at the board offices, November 4, that, of the 
twenty-five rules which remained to be considered for general 
application to shop craft workers, fifteen have already been 
debated and passed upon. It is not intended, however, to pro- 
mulgate these rules until all have been disposed of, which will 
probably be within the next two or three weeks. 

The shop craft rules for general application are only a small 
part of the whole of the work on rules and regulations which 
still remains. There are hundreds of individual disputes be- 
tween the crafts and the roads which will have to be adjusted 
before the shop crafts are finally disposed of. There will then 
remain the train service employes, the maintenance men and 
the clerical forces, on which work on rules for general application 
and for the settling of individual disputes has not yet begun. 
No one at the board would give an estimate as to how long it 
would take finally to dispose of the whole matter, but the efforts 
of the board in the last week were pointed to as proof that 
everything was being done to speed up the work. 


BOARD WARNS AGAINST STRIKES 


The Labor Board, at an executive meeting, October 29, cleared 
up the remnants of the strike situation and announced that it 
would proceed immediately with the work on ruies and work- 
ing conditions. Disposition of the strike was made in decision 
No. 299, made public after the meeting. The decision contains 
no order but warns the unions that any unlawful strike will, 
in the future, result in having the members of the striking 
unions forfeit their rights under all existing contracts. The 
decision, after outlining the events which made it unnecessary 
to issue an order, congratulates “the parties directly interested 
and the public, most vitally and profoundly interested, on this 
return to industrial peace, triumph of the reign of law and the 
escape from this national disaster.” 

Continuing, the decision says: 








But at this time, and while the matter is so intensely before the 
minds of all. the hoard deems it expedient and proper to make its 
rulings and position on some of the points involved so clear that no 
ground for any misunderstanding can hereafter exist. 

First, when any change of wages, contracts or rules previously in 
effect are contemplated or proposed by either party, conference must 
be had as directed hy the transportation act, and by rules or decisions 
of procedure promulgated by the board, and where agreements are 
not reached the dispute must be brought before this board, and no 
action taken or change made until authorized by the board. 
Second, the ordering or authorizing of the strike by the organiza- 
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tions of employes parties hereto was violation of decision No, 14 
this board, but said strike order having been withdrawn it is not poy 
necessary for the board to take any further steps in the matter, 
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The board desires to now point out that such overt acts by either with & 
party tending to and threatening an interruption of the transports. reductit 
tion lines, the peaceful and uninterrupted operation of which are g fmol livin 
absolutely necessary to the peace, prosperity and safety of the entip: 
people, are in themselves, even when they do not culminate jp , Th 







stoppage of traffic, a cause and source of great injury and dam 

The board further points out for the consideration of employe 
interested that when such action does result in a strike, the organ. 
ization so acting has forfeited its rights and the rights of its me. 
bers in and to the provisions and benefits of all contracts theretofor. 
existing, and the employes so striking have voluntarily 


age ME jution 
throug. 


to the 




















; : : removed Cor 
themselves from the classes entitled to appeal to this board for reli fi. chi 
and protection. adres! 

; a 7 to time 

STRIKE ABANDONMENT EXPLAINED Gor 
The resolution calling off the proposed rail strike wa M 
adopted by the labor leaders’ conference the night of October poods 


27. The. action taken by the men was informal in nature anj 


the formal resolution wes not actually drawn up until Oct. ee 
ber 28, the first copies being distributed that afternoon. It was 4) 


‘ for the 
assumed that this course was made necessary because the gen yersy, 
eral chairmen wanted a resolution to take back to their eo, > 
stituents that would persuade them that the leaders had really ih 


won a victory. The resolution,.as given out, began with a 
recital of the events leading up to the calling off of the strike 
and enumerated the reasons why that course was decided of. Ir 
In part, it was as follows: “bluff 


sionel 
Whereas, In reply to questions propounded to him (at the hearing, 
October 26), Mr. T. DeWitt Cuyler, chairman of the Association 0 7) 


the pr’ 


Railway Executives, representing 95 per cent of the carriers citedf— had n 
to appear, stated that none of the carriers represented by his associa-f% metho 
tion would reduce wages or change working conditions unless by agree-f& most | 
ment with their employes or by decision of the Labor Board, nor woulif was 1 
they violate the transportation act in any particular in respect to any other 
dispute between the carriers and the employes; and off th 
Whereas, In reply to questions propounded by the board to thell foot, 
representative of one of the carriers, a member of the Association o It 
Railway Executives, who had reduced wages and changed working the st 
conditions without authority of the board, he stated that such reduc-M public 
tion in wages and changes in working conditions would be restoreili act, a 
and that no further reductions or changes would be made except upol the r¢ 


decision of the board by agreement with the employes; and 
Whereas, We interpret this question and answer to mean that al q 
carriers who have reduced wages or changed working conditions with 














out authority of the board will voluntarily cancel such reduction il Inter 
wages or changes in working conditions, or be cited to appear befor? We 
poe) Labor Board to show cause why they should not do so; said, 
an : 
Whereas, As further indicating the attitude of the Board, the fol deci¢ 
lowing memorandum was adopted by the board in executive session 
(Here is reproduced Hooper’s memorandum of October 25), and 
Whereas, This memorandum was submitted to the executives 0 
the carriers and rejected by them: and , 
Whereas, It was not submitted to the representatives of the em Econ 
ployes’ organizations until after the hearing on October 26. nor ti Octo 
your executive committees and general chairman until the following cent: 
morning; and sdehaairn 
Whereas, We interpret the foregoing memorandum to mean ‘gin fi 


number of important things to the membership of our organization 
Among these things we mention: 

First, it is evident that the board has adopted a policy unde 
which it will not be in a position to give consideration to any applica: 
tion affecting the wages of transportation employes for a considerabl 
period of time. _ 

Second. that it does not propose to take any action on wage appli 
eations affecting anv class of employes until it is definitely know 
what working conditions apply. 


By ¢ 
tin | 


TR 


miss 


Third. that the train and engine service emploves will be givell fou, 
full consideration in view of the hazard, responsibilities and other tion 
conditicns peculiar to their employment: . . . and 

Whereas. In addition to the foregoing it has become apparent t Aug 


your representatives that the powers in control of the railways have 
so arranged conditions as to shift the burden and expense of a strikt 
to the shoulders of the people; and 


Whereas, With this information before us we feel that a. soleml 
obligation rests upon us to forego the full satisfaction of our demanti 
rather than to cause loss and suffering to the people by carrying ™ 
a strike, the expense and hardships of which would fall upon thi 
publie instead of upon the railroads: and ; . 

ereas, As a result of the activities of these organizations sinc 
Julv. the public is assured a reduction in freight and passenger rates 
which would not otherwise have been made and which should he re 
flected in a suhstantial reduction in the cost of living that will in 2 
measure compensate the employes for the reduction in wages I 
posed upon them; . . . and - 

Whereas, The employers of lahor, except in the railway. servité 
consider it a reasonable and fair policy to make term agreements will 
their employes. and everv adiustment of wages is made for a perid 
of one. two or three years: and . 

Whereas. It was one of the aims of the emnloves in this disnuti 

* to secure a settlement of the railroad wage controversy for at least a 
period of one verr, in order that the business interests of the count! 
might not be disturbed at frequent intervals hv serious disputes he 
tween the railroads and their emnvloyves, too often reaching the porn 
of a threatened cessation of work hy the employes, and that. th 
emploves would not he obliged to assume the enormous expense Int 
dent to conducting repeated hearings hefore the Lahor Board involv 
ing their wages and working conditions. and because the employes 
as well as the public are entitled to settle conditions in respect " 
these imnortant matters: and 
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Whereas, We here take occasion to inform the public that 26 
result of the world war railway employes were the last to receive oa 
creases in wages and among the first to have a reduction of was* th 
imposed upon them: therefore, be it  } , 

Resilved, That we, the executive committees and genera! chee an 
representing the organizations named herein, are sincerely Soar ap 
opinion that the memorandum announcing the policv of, the mente $1 
and the pledges of the railwav executives made to the hoard, ge thee or 
an acceptahle basis of settlement justifying the calling off 0 o 5 
strikes which were authorized hy a vote of the members 0! 4 ma 
ganizations, and we hereby call off such strikes, having con “re ol 
that gond results will follow the adoption of the memorandum by 7 ee 





Labor Board and the pledges of the railway executives made to the 
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public hearing October 26; and further, to afford an op- 
a reduction of freight and passenger rates to correspond 
reductions in wages, to determine what effect such 


h existing rea I 
freight and passenger rates will have upon the cost 


in 





The carrier referred to in the second paragraph of the reso- 


lution as printed above, the Cincinnati, Indianapolis & Western, 
through its president, B. A. Worthington, sent the following letter 
io the board October 28: 


Complying with the suggestion which you made at the meeting 


in Cmcago yesterday, 1 beg to hand you herewith copy of my letter 
addressed to the general chairmen of the four organizations relating 
to time and one-half for overtime, which I hope will be satisfactory 
to your honorable board, 


Mr. Worthington’s letter to the chairman of the brother- 


hoods on his road was as follows: 


At the conference with the United States Railroad Labor Board, 


held in Chicago yesterday, and at the suggestion of Governor Hooper, 
for the purpose of aiding to produce harmony in the present contro- 


yersy, it affords me pleasure to announce to you that the C., I. & W. 
tailvoad Co. will pay time and one-half for overtime from August 1, 
the time it was eliminated, until this question is definitely passed 
upon by the board, this question being pending before the board at 


the present time. 


In order to forestall a charge that the board had been 
“hluffed’” into issuing its memorandum, October 25, Commis- 
sioner Hooper issued the following statement October 28: 


There are some people who hold to the idea that the brotherhoods 
had no real intention of striking. This is a mistake. If conciliatory 
methods had not been used, there would undoubtedly have been a 
most disastrous strike. Not that the men really wanted to strike. It 
was rather like this: I have seen two boys begin bantering each 
other with but little intention of fighting, but after one had knocked 
off the other’s hat and the other had reciprocated by spitting on his 
foot, the fight was on. 

It required only a small degree of ordinary common sense to avert 
the strike. Now, that it is out of the way, there are many lessons the 
public should learn from _ this situation, relative to the transportation 
act, and the absolute right that the people have to be protected from 
the recurrence of these periodical transportation disturbances. 


The question of the status of the striking trainmen on the 


‘International & Great Northern was broached to W. G. Lee. 


“We shall advise them to go back to work immediately,” he 
said, “but we cannot order them to do so. They will have to 
decide that for themselves.” 


A CORRECTION 


In some of the bulletins put out by the Bureau of Railway 
Economies, “Wage and Rate Increases Compared” (Traffic World, 
October 29, p. 885), a typographical error was made in the per- 
centage of increase in freight rates in June, 1918. The increase 
in freight rates which took place at that time was 25 per cent. 
By a transposition of figures in part of the edition of the bulle- 
tin referred to this increase was printed as 52 per cent. 


TRANSCONTINENTAL RATE REDUCTION 


_ Under date of October 31, R. H. Countiss sent to the Com- 
mission amendment No. 1 to Transcontinental Freight Bureau’s 
lourth section application No. 19, containing additions, elimina- 
tons and changes in the original application, which was filed 
August 22, and to which the Commission has given fourth sec- 
‘lon application number 12063. To the 63 items contained in the 
original application 17 more have been added, including phos- 
— of lime, starch, rosin, turpentine and lard and lard sub- 
stitutes. 


The following items have been eliminated: 


Item No, Article. 
6° Bottles, fruit jars, ete. 
( Glue, 
8 Hose, belting, etc. 
* Ink, mucilage, ete. 
oe Iron and steel articles; sucker rods and sucker rod joints, in 
2 bundles. 
. Paper bags, ete. 
39 Building paper, ete. 
10 Paper blank books, envelopes, tablets, etc. 
{ I aper napkins, table cloths, etc. 
~ Wall paper. 
2 Corrugated lining paper, etc. 
‘4 Blotting paper, ete. 
is Paper, bond, ledger, ete. 
46 Paper, wrapping, tissue, fruit, book, not surface coated, etc. 
7 Paper, toilet, paper toweling, etc. 
51 W rapping paper, glazed, not printed, ete. 
59 Prepared roofing, wall board, etc. 
2 Rubber boots and shoes, etc. 
38 Glucose, corn syrup, molasses, etc. 


Tacks, shoe nails, ete. 


the On most of the amended items it has been decided to reduce 
a rates more than was at first proposed. On cast-iron pipe 
Doh tions, for instance, it was proposed in the original 
31 pete to substitute for the present rates, which range from 
an 7 10 $1.83%%, a rate of $1.25, to apply from all eastern 
: i A to J, with a minimum of 40,000 pounds, and to apply 
Dlieats of $1 with a 60,000-pound minimum. In the amended ap- 
oa on the rates proposed are $1.15 with the higher and 90 
8 with the lower minimum. 








A number of items have been amended only so as to show 
that there has been a change in the water rates since the original 
application was filed. Items in which there has been a change 
in rate or minima are as follows: 


tate now 
proposed 


Rate origin- 
ally prop’s’d 


Item Article, Present rate and ormgin and origin 
No. >, das range. groups. groups. 
1 Canned goods .........$1.17 -$1.83 $1.30 A toG $1.15 A to J 
Also add fruit but- 
ters, jams and _ jellies, 


prepared cocoanut, 
eanned fruit and fruit 
preserves, corn syrup. 


2 Carpets, linoleum, ete.. 1.42 - 1.831% 160A & B 1.40 A to H 
t Drugs, medicines, ete.. 2.34 - 3.08 2.50 — 2.00 A to J 
24,000-Ib. 30,000-1b. 
min, min. 
5 Dry goods, cotton piece 
BOOGS, Cl. 2.0.6 c:0050 1.661%4- 2.08% 1.80 A to C 1.60 A toH 
Also add: hair felt, 
cotton — twills, cotton 
towels and toweling. 
11 Iron and steel articles: 
Pipe bands and 
TOAR: GEC. .icessses 1.174%4- 1.83% 1.25 A toH 1.20 A toH 
117% J 117% J 
14 Link belting, chain, ete. 1.33 - 1.83% 1.25 A. to J 1.20 Ato J 
15 Billets, blooms, etc..... 1.171%4- 1.83% 1.00 A to C 90 A to J 
90 Dto J 
7 Butts and hinges...... 1.33 - 1.831% 1.35 A to H 1.25 A to J 
19 Rough castings, etc.... 1.383 - 1.83% 1.25 A to J 1.20 A to J 
20 BS WOR, ClC.ccc0s cues ote = Rep cH D * H 5 D = H 
72 q te , 
23 Boiler flues, etc........ 1.1714- 1.838% 1.25 A to H 1.25 A to Fk 
26 Nails, spikes, etc...... 1.17%- 1.83% 1.00 A to J .90 A to J 
27 Horseshoe nails, boxed. 1.33 - 1.83% 1.25 A to J 1.20 A. to J 
28 Cast iron pipe and con- 
MOCCIOND ho ccwscsees 1.17%4- 1.83% 1.25 A to J 1.15 A to J 
*1.00 A to J * 90 Ato J 
29 Pipe fittings, etc. ...... 1.25 - 1.83% 1.15 Ato J 1.05 A to J 
50,000-1b. 60,000-Ib. 
min. min. 
33 Open seam tubing..... 1.42 - 1.83% 1.25 A to E 71.25 Gr. E 
Se “SOME, COC. b0c.00cewon 1.33 - 1.83% 1.50 A to C 1.25 A to J 
54 Soap, washing com- 
pound, etc. .... coos 1.401%6- 1.92 1.40 A toH 1.25 A to J 
40,000-1b. 60,000-Ib. 
min. min. 
59 Twine and cordage.... 1.33 - 1.838% 1.30 A to J 71.30 Gr. H 
63 Wire and wire goods... 1.174%4- 1.83% 1.00 A to J I0 Ato TS 


*60,000-lb. minimum. 


Rate extended to cover movement to north Pacific coast terminals. 


No change has been made in the list of California and north 
Pacific coast terminals to which it is proposed to apply the new 
rates. The original plan, to apply to intermediate points rates 
aggregating the sum of the transcontinental rate to the nearest 
terminal—meaning the one to which the lowest local rate is in 
effect—and the local rate from the terminal to the intermediate 
destination, also remains unchanged. 

Fourth section application No. 12063 is one of those on which 
Jxaminer Disque will begin to hold hearings November 11 in 


Chicago. New items added in the supplement are as follows: 
Proposed 

Item Present rate _rate and 
No. Article, C. L. range. origin groups. 
64 Bekins POWEr; C&C. oc ociccscvccces $1.5614-$2.25% $1.50 A to J 
65 Phosphate of lime and_= soda- 

SUBNTIBA. SUIPDATO 2.6.6.0: .0:0:0 6 es0000 46 - 2.15 1.40 Ato J 
66 Cooling-room material ............ 2.11144- 2.83% 2.00 A to J 
67 RRGEVIBCTALOTS, CEC. ov csc cc ccsomeecee 2.114%e- 2.83% 2.00 A to J 
68 CRANE, POUR TOUGE 2.06 .cscscsscces 1.9544- 2.66% 1.50 A to J 
69 bo ne er 1.40%- 2.08% 1.30 Ato J 
70 Chewing gum in boxes ............ 2.97 - 4.16% 2.50 A to J 
71 I I Go oeiais wb arene ai aera 1.49 - 2.00 1.40 Ato J 
72 RE ECs. BOs Th icamecanawiewne-ci’ 1.33 - 1.83% 1.30 A to J 
73 ce ee 1.33 - 1.83% 1.40 Ato H 
74 NIE IIE oa sdfo-0:-5, 4, Siig vapezetwiews04iaie' hit 1.95144- 2.66% 2.10 A to E 
75 Lard and lard substitutes.......... 1.954%4- 2.66% 1.60 Ato J 
76 ee eee 1.09%%- 1.66% 1.10 Ato H 
yfyf NN I co canis wrareinre ois wie sechcs are wus re 1.49 - 2.00 1.45 Dto J 
78 Tires, rubber, solid, and pneu- 

matic; also. wheel channels, 

TOT, GEE .. orn scenic se ceievionsces Se 42 2.75 A to J 
79 Turpentine, in packages........... 1.95%- 2.66% 1.75 A to J 
80 Turpentine, in tank CAPS..<..<< << 2.03 - 2.75% 1.83 A to J 





RAILROAD-LABOR JOINT BOARD 


Sixteen railroads in the southeast and the four train opera- 
tive brotherhoods have established a joint board for the con- 
sideration and disposition, by a majority vote, of all disputes be- 
tween them, growing out of personal grievances, or out of the 
interpretation or application of schedules, practices and agree- 
ments which cannot be settled by direct negotiation. The joint 
board: is to have no jurisdiction over requests for changes in 
rates of pay, or rules covering working conditions, jurisdiction 
over such matters being vested in the Labor Board. 

Albert B. Bayless, of the Louisville & Nashville, is to be 
chairman of the board, and F. A. Burgess, of the Brotherhood of 
Enginemen, is to be the vice-chairman. 

The railroads, parties to the agreement, are as follows: 
Atlantic Coast Line, Atlanta & West Point, Western Railway of 
Alabama, Central of Georgia, Charleston & Western Carolina, 
Chesapeake & Ohio, Florida East Coast, Georgia, Gulf & Ship 
Island, Louisville, Henderson & St. Louis, Louisville & Nash- 
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ville, Nashville, Chattanooga & St. Louis, Norfolk Southern, 
Norfolk & Western, Richmond, Fredericksburg & Potomac, Sea- 
board Air Line, and Winston-Salem Southbound. 


REDUCTIONS IN RATES 


The Trafic World Washington Bureau 


Representative Sanders, of Indiana, has had published as 
a House document a summary of the rate reductions that 
have been made since the publication of the advances under 
Ex Parte No. 74. The material for it was furnished for him 
from the files of the Commission by Commissioner Lewis. Sum- 
maries of the general reductions such as are included in the 
material furnished by Commissicner Lewis have been published 
in The Traffic World, from time to time. 

The material other than the general revisions, which have 
been fully covered in The Traffic World, is in great detail, show- 
ing isolated reductions, as for instance, on artificial stone from 
Syracuse, N. Y., to Scranton and Green Ridge, Pa.; sait from 
four points in New York to 30 in Pennsylvania; ice from three 
points in Pennsylvania to Paterson, N. J., and coke and coke 
braize from Seaboard, N. J., to twenty points in Pennsylvania, 
each of which would be called a local readjustment to meet 
some particular local condition not affecting the rate structure 
except at the points mentioned. There are about 3,000 of that 
character. 

The matter has been printed as House of Representatives 
Document No. 115 of the first session of the 67th Congress. It 
makes a booklet of 40 pages, most of which, of course, is devoted 
to the details about reductions of small geographical scope. It 
may be obtained by writing to the superintendent of documents. 
In his letter of transmittal Commissioner Lewis in part said: 


The first seven pages are intended to show the more general 
reductions, while those following, consisting of over 100 typewritten 
pages, show reductions of varying extent on specific commodities. 
The attached list does not by any means cover the total number 
of reductions which have been made. During the year ended June 
30, 1920, there were filed with the Commission 135.426 tariff schedules 
containing changes in freight, express and pipe-line rates and pas- 
senger fares, of which more than three-fourths covered freight. 
All of these schedules contained a number of changes in rates, some 
of them carrying as many as 3,000, and it would be safe to say that 
during the year which has passed since the general increase follow- 
ing ex parte 74 at least a million changes in individual rates have 
been filed with the commission. Many of those changes, which, be- 
cause of lack of time it has been impossible to include, are minor 
in character, consisting of the establishment of commodity rates 
in lieu of class rates, correction of errors, opening of new stations, 
and numerous changes of a more or less routine character. A 
mere enumeration of a number of these rate changes _ that 
consisted of reductions and the number that consisted of 
advances would afford very little basis for determination of the ex- 
tent to which transportation charges in the aggregate have been 
advanced or reduced. Some of the individual reductions mean a 
loss of many millions in revenue to the carriers. The reduction in 
western grain, grain products, and hay rates alone, it is estimated, 
amounts to $35,000,000 to $40,000,000. 

Lhe list is necessarily incomplete, because the time in which it was 
prepared—one week—was insufficient to admit of a complete check 
of the files of the commission in an attempt to gather data on all 
of the reductions. The compilation of a statement showing all the 
reductions made would require several months. 


NEW RAILROAD BILL 


The Trafic World Washington Bureau 


By request of Conrad Reno, of Springfield, Mass., Speaker 
Gillett introduced a bill (H. R. 8974) “to keep the railroads in 
operation.” The measure does not have the support of the 
speaker. Section 1 provides that violation of an order of the 
Labor Board shall be a misdemeanor, punishable by a fine or im- 
prisonment, or both. Section 2 declares that “the capital and 
labor engaged in each interstate railroad corporation are hereby 
constituted a capital and labor partnership, with limited lia- 
bility, composed of the stockholders as capital partners and of 
all the hand workers and brain workers engaged in the business, 
except the executive officers, as labor partners.” Section 3 pro- 
vides that “the joint earnings of each capital and labor railroad 
partnership shall be divided between the labor partners and the 
capital partners in the ratio of fifty to fifty in the manner fol- 
lowing, to wit: The labor partners shall receive living wages as 
the work progresses at the present intervals of payment as a 
first charge upon the industry. If the joint earnings for the 
quarter amount to more than the aggregate of living wages for 
the same quarter, the capital partners shall be entitled to the 
excess up to an amount equal to the total living wages, as living 
dividends for the capital partners. If the joint earnings for the 
quarter exceed the sum of living wages plus living dividends, the 
excess of ‘good will’ earnings shall be equally divided between 
the two sets of partners as good-will wages and as good-will 
dividends.” Section 4 provides that the wages fixed by the 
Labor Board shall be declared the living wages within the mean- 
ing of the act. Section 5 recognizes orders heretofore made by 
the Labor Board on matters other than wages as lawful orders. 
Section 6 gives the Labor Board authority to fix wages without 
conferring with capital or labor. Section 7 directs the Inter- 
state Commerce Commission “to lower the rates on all farm 
products, coal, lumber, building materials, and other necessaries 
of life, to the end that the producer may reach his natural 
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markets at reasonable rates and making a living profit, and tha 
the consumer may purchase the goods and products at lowe; 
prices.” Section 8 provides that “the chairman of the Interstate 
Commerce Commission, and the chairman of the United States 
Railroad Labor Board, and a third person to be appointed by the 
President of the United States, shall be a board of examiners 
and shall have authority to examine all books, vouchers, and 
persons in matters pertaining to joint earnings, to living wages 
to living dividends, and to other matters arising in the adminis. 
tration of this act; to determine the amounts of the joint earp. 
ings, the living wages, and the living dividends; to regulate the 
form of accounts kept by the carriers, and otherwise to exercise 
a general superintendence over the capital and labor railroad 
partnerships. The third member of the board shall be appointeq 
for a term of three years and shall receive a salary of $12,000 
per annum, payable quarterly in equal sums. The board may 
appoint all necessary deputies, clerks and other assistants.” — 


MISSOURI GRAIN RATES 


The Missouri Commission has issued an order, effective 
November 9, in which the carriers in that state are required to 
put into effect, prior to November 20, rates on grain, grain prod. 
ucts and hay, intrastate in Missouri, which will conform to the 
rates suggested for interstate movements of these commodities 
by the Interstate Commerce Commission in the western grain 
rate case. The order was entered after most of the exhibits 
used by the state commissions in the western grain rate case 
were presented to the Missouri commission for consideration, 
and after that body had called for and considered revenue re. 
ports of the carriers serving the state both as to interstate and 
intrastate traffic. The conclusion drawn by the state commis- 
sion was that “the financial condition of the carriers as com- 
pared to the period in 1920 (when the Ex Parte 74 increases 
were allowed) is more favorable and that through wage reduc- 
tions and economies some reductions in rates can be made. 

“From a thorough analysis of the commodity statements of 
the defendants it appears that grain and grain products have 
been and are bearing an undue portion of the cost of conduct- 
ing railway transportation,’ the report said. It is, therefore, 
found “that for the future, rates on wheat and hay will be un- 
just and unreasonable to the extent that they may individually 
include more than one-half of the increases authorized August 
26, 1920; and that rates on coarse grains for the future will be 
unjust and unreasonable to the extent that they may exceed 9) 
per cent of the rates herein prescribed as a maximum on wheat, 
from and to the same points.” 


SEPTEMBER RAILROAD REVENUE 


The Traffic World Weshington Bureau 


With reports from all but the Southern Pacific and eight 
small roads, it is estimated that the net railway operating in- 
come of class I roads for September was approximately $85; 
500,000, representing a return in percentage of about 41% per 
cent, as against 5 per cent in August. To have earned 6 per 
cent the roads should have had a net of $113,000,000. 


EARNINGS AND WAGE CUTS 


“If the wage cut of about 12 per cent, in effect on July 1, 
1921, had not been granted by the Railroad Labor Board,” says 
the Association of Railway Executives, “the net operating in- 
come of the railroads of the United States would have been only 
a little more than half what it actually was in July and August 
last. The wage reduction amounted to from $350,000,000 to 
$400,000,000 per year, or approximately $30,000,000 per month. 
Reports to the Commission showed that the railreads earned in 
July $69,298,521, which would be at the annual rate of retin 
of 4.5 per cent on their tentative valuation fixed by the com- 
mission for rate making purposes. In August it was $90,241,103 
or at the annual rate of return of five per cent. Had the wage 
reduction not been in effect, the roads would have earned it 
July only $39,000,000 or 2.5 per cent on their valuation, while 
in August it would have been $60,000,000 or 3.3 per cent.” 


DEFERRED MAINTENANCE OF ROADS 

“During the eight months which ended with August, 1921, 
the railroads of the United States expended for maintenance of 
way $507,837,688, compared with $693,788.085 during the same 
months of 1920, a reduction of $185,950,397 or 26.8 per cent, 
according to tabulations made from reports received by the 
Interstate Commerce Commission from the carriers,” says the 
Association of Railway Executives. “For maintenance of equiD- 
ment the eight-month expenditures in 1921 were $842,834 226, 
compared with $1,030,442.877. during the corresponding period 
in 1920, a reduction of $187.608,651 or 18.2 per cent. The total 
reduction in maintenance (both accounts) was $373,559,048 oF 
21.7 per cent. During the same period, transportation exvenses 
were reduced 15.7 per cent, and total operating expenses 17.) 
per cent. It is clear that maintenance has been severely cut 
in 1921 and the bulk of $373.559,000 of reduction represents 
deferred maintenance that must be made up at some future 
time.” 
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THE 


KURRIE SAYS NO RATE CUT 


The work peritormed by the Chicago Shippers’ Conference 
Asssociation in the last year was reviewed by J. J. Wait, retir- 


ing president, at the annual meeting, November 1. The con- 
ference association has in it practically all of the Chicago mem- 
pers of the National Industrial Traffic League, and is an out- 
growth of several of the committees of shippers organized dur- 
ing the war, notably the Shippers’ Section of the Switching Con- 
ference and the Chicago Claim Conference. Mr. Wait told of 
the work of the express committee in trying to obtain the adop- 
tion of a uniform express receipt, and of the legislative commit- 
tee, which has been working for the passage of the funding bili 
in Congress and which paid especial attention to the work of 
the Illinois legislature. The work of the rate committee, the 
service committee and others was also reviewed. The switch- 
ing committee, Mr. Wait said, had discovered a movement on 
the part of some of the carriers to require a $50 per car revenue 
minimum before allowing any switching absorption and to apply 
plus rates to goods delivered within the Chicago switching dis- 
trict. 

The speaker of the meeting was H. R. Kurrie, president of 
the Monon, who spoke on “The Present Railroad Situation.” Mr. 
Kurrie said that the apparent prosperity of the carriers in the 
last few months was due almost entirely to deferred mainten- 
ance which would soon have to be done if service on the rail- 
roads were to be maintained. He said that if the shippers 
wanted service they could not for some time expect lower rates. 
He said in part: 

“I was asked by your committee to come over at this time 
to talk to you briefly with respect to some of the problems con- 
fronting the railroads at this time. I can freely confess ihat 
I do not feel qualified to look at the important questions con- 
fronting the railroads from the broad aspect that might interest 
you most, but I do have some knowledge of the difficulties of 
the present situation as I have been able to discover them in 
my work of trying to manage the operation and policies of one of 
the smaller Chicago lines. 

“When the railroads were returned from federal control, 
March 1, 1920, they were pretty sick institutions, but they came 
back under the terms of the transportation act of 1920, which 
was heralded, not as law, but as an institution which would 
finally put a firm foundation under the whole railroad situation, 
and we all, with considerable enthusiasm, looked upon it as the 
rising sun. The most striking, and at the same time the most 
comforting, part of the transportation act, is that part of Sec- 
tion 422, Clause 2, where it is provided that the Commission 
‘shall initiate, modify, establish or adjust such rates so that ihe 
carriers as a whole (or as a whole in each of such rate groups or 
territories as the Commission may from time to time designate) 
will, under honest, efficient and economical management and 
reasonable expenditures for maintenance of way, structures and 
equipment, earn an aggregate net railway operating income 
equal, as nearly as may be, to a fair return upon the aggregate 
value of the railway property of such carriers held for and used 
in the service of transportation.’ 

“Looking backward over a period of a year and a half, in 
which the enforcement of the guaranty provisions of the trans- 
portation act has been honestly and industriously sought by 
the Commission, we find that it is just the old story over again, 
and that is that Congress cannot by legislation influence the 
direction of economic laws. This provision has entirely failed 
of its purpose, because the rates fixed by the Commission in an 
effort to give it effect were based on an assumed volume of ton- 
nage that has not been reached. The readjustment of the finan- 
cial situation which was inaugurated by the Federal Reserve 
Bank last year, as well as the general feeling that everything 
was on a false level, started a slowing down in industry, which 
reduced tonnage on all lines about 30 per cent and in many 
cases 50 and 60. The claim is made that high freight rates have 
had something to do with this. There is no doubt, of course, 
that freight rates have a bearing on selling and production costs, 
and at the same time, when people are not buying what they 
can put off until another day, anything that adds to the produc- 
tion or selling cost probably has something to do with the re- 
duced market, and out of this has grown a pretty decided pres- 
sure urging a reduction in freight rates. A good many reduc- 
tions have occurred. As far as the guaranty provision of ihe 
transportation act is concerned it is a dead letter, as the rates 
are not sufficient to enable the carriers to earn the 5% per 
cent allowed them, that provision at the moment has ceased 

to be a factor in the situation. 
_ “It is true, however, that the reduced revenue, with con- 
tinued high operating costs, has put the railroads in a situa- 
tion where they cannot stand the loss of revenue which would 
follow a general reduction in freight rates. The present fair 
showing of the railroads is largely influenced by reduced main- 
tenance expenditures, which will have a direct bearing on the 
Service that the railroads will be able to give you upon a re- 
Sumption of normal business activities and an increased demand 
for transportation service. As I view it, it is largely up to the 
shipper, the user of transportation, whether he wants service 
or whether he wants lower freight rates. He can’t have both. 
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We can’t get our house in order to take care of the business 
which certainly will be offered us before a great while if our 
revenue is to be further curtailed. 

“Men in railroad service have not shown a clearer grasp of 
the situation than the users of transportation themselves have 
shown. The users of transportatiton have been quite advanced 
in their views, and have had an important hand in framing the 
transportation act and the creation of the present rate structure 
which it was hoped would put the railroads on their feet, and 
have been quite patient in the acceptance of rates which they 
considered high, because of the feeling that it was necessary 
if the transportation machine was to be put on its feet again. 

“We are still doing everything we can to control operating 
costs. Operating costs will continue high until our house is put 
in order. Extraordinary expenditures have been made in the 
past and there are still more ahead of us to be made. When 
our deferred maintenance is all reclaimed our maintenance costs 
will be less, but until that occurs it is to the interest of every- 
one using transportation that every dollar that it is possible to 
spend be spent in making delayed repairs. Substantially 20 
per cent, or at least one freight car in five, is in bad order and 
unfit for service. A normal figure is from 3 to 5 per cent. 

“T don’t suppose the railroads will ever see a worse condi- 
tion of cars than existed at the end of federal control. We 
realize that before a great while these cars will be required for 
service, and we are spending all the money available to put 
them in order. If it were possible to effect prompt settlement 


‘with the government on account of federal control and guaranty 


period claims, fresh capital would be released which might be 
employed in this important work. 


“The only substantial source of income that we have to look 
to is our operating revenue. We are gaining on the situation 
and if our operating revenue is not materially disturbed by the 
time the cars are needed many of them will be in order. If 
there is a substantial reduction in revenue, the time when the 
cars will be put in order will be deferred, and I fear when the 
business requires them they will not be available for service. 

‘I hope and believe that in the end the great body of ship- 
pers will act wisely as they did in the creation of the present 
rate structure and will be actuated in the end by the same de- 
sire to create an effective and efficient transportation machine 
as they were when they acquiesced in the general increase in 
freight rates which was given last year. 

‘What can be done to further reduce operating costs? It 
is a matter of common knowledge that the payroll requires from 
40 to 60 per cent of our operating revenue. The rates of pay on 
the railroads never did reach the high peaks that they reached 
in industry in the war period, and I don’t believe that they will 
come to the bottom of the scales that prevail in industries at 
the moment. The theory of a railroad wage has been, as the 
employment is a fairly regular one, the wage scale should be 
a fairly even scale. While our wage scales today are high, 
and in the process of readjustment must come down, yet we 
must keep in mind the fact that we cannot be tampering with 
these wage scales every thirty or sixty days, and they cannot be 
expected to fluctuate with the fluctuations in wage costs in in- 
dustries. A great deal has already been accomplished, partly 
by negotiations and partly through the instrumentality of the 
Labor Board, in reducing operating costs. The board has not 
only made a horizontal reduction which amounted to about 
11 per cent, but it has also changed and eliminated a good 
many rules and working conditions which created costs without 
a consequent return in labor. There is yet much to be done in 
the elimination of unnecessary expense, due to rules and working 
conditions. It is a big job, and experience has shown that it 
will take time for the board to dispose of all these questions 
that are now before it. We have learned in the recent threat- 
ened crisis that the board, in the consideration of wage scales, 
if we are to have industrial peace, cannot exercise the same 
courage and independence of judgment that federal officers gen- 
erally exercise. The board knows that its decrees cannot be 
enforced, at least under the terms of the act itself. In making 
an order it has to have in mind the question of whether, by its 
order, it is creating a condition so unacceptable to employees 
that they will refuse to abide by it. If the transportation act 
compelled obedience to the orders of the board, as the inter- 
state commerce law compels obedience to the orders of the 
Commission, then the board would have no hesitancy in pre- 
scribing wages, rules and working conditions, based entirely 
upon an honest conviction of what the situation required. 


‘Personally, I think we have had the cart before the horse 
in dealing with this wage question. I think it is just as im- 
portant to educate the men employed on the railroads to the 
needs, in their own interest, of reduced costs, as it has been 
to create among shippers the feeling which exists that the rates 
must be high enough to insure a living for the railroads if serv- 
ice is to be had. A good deal has been accomplished, but there 
has been no systematic effort to bring a clear understanding of 
the economic situation to the men who work with their hands. 
The leaders of labor have said a good many things that would 
be detrimental to such a campaign, but I do believe in the 
present state of the law, if we are to have industrial peace, and 
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at the same time a reduced wage scale, it must come by bring- 
ing our employees to the point of understanding that their own 
interest lies along the lines of reduced costs. 

“If we can have a return to substantially normal tonnage 
and increased production which can be brought about through 
confidence and closer co-operation between employer and em- 
ployee, the railroads on a reasonable rate structure may realize 
the amount of return the transportation act contemplates.” 

Officers elected by the conference were as follows: ‘President, 
J. A. Brough, traffic manager, Crane Company; vice-president, 
R. C. Ross, general traffic manager, Joseph T. Ryerson & Son; 
secretary, W. J. M. Lahl, traffic manager, American Seating Com- 
pany; treasurer, J. A. Ronan, traffic manager, American Meat 
Packers’ Association; directors, J. J. Watt, manager freight de- 
partment, Hibbard, Spencer, Bartlett & Company, and FE. L. 
Dalton, traffic manager, American Radiator Company, 





RATES ON SAND AND GRAVEL 


The Trafic World Washington Bureau 


The National Association of Sand and Gravel Producers, 
through complaints filed and to be filed with the Commission, 
has begun a general attack on the rates on sand and gravel. 

“The complaining shippers seek, by this complaint, to have 
initiated by the Interstate Commerce Commission an expedited 
investigation into and concerning the reasonableness and pro- 
priety of the present level of freight rates, the basis thereof, and 
the specific rates themselves, applying on carload movements 
of sand and gravel over the lines of defendants from each and 
every shipping point of said materials * * * to each and 
every destination * * *,” it is stated in the complaint filed 
against the Pennsylvania and other carriers, docketed as No. 
13231 and relating to rates in the central states. The other 
complaints relate to rates between points in other parts of the 
country. 

It is averred that the present rates on sand and gravel are 
“a, severe menace to the complaining shippers and producers of 
these materials in that such rates are causing, and have caused, 
a more extended use of local materials, delivered from local pits 
or plants by truck or ‘produced on the job,’” and that “the 
freight rates maintained during the past year have resulted in 
eliminating many important markets for the railroad shipping 
plants and have restricted the movement by rail from plants 
equipped for efficient production of materials on standard specifi- 
cations and have caused a lowering in the standards of specifica- 
tions for sand and gravel used in highway and concrete work, 
which is directly opposed to public interest.” 

It is further charged that under the present rates a large 
tonnage of sand and gravel has been diverted from the railroads 
and replaced by materials transported by river or highway con- 
veyance. Complaining shippers, it is alleged, are faced by great 
financial loss, and, in many cases, ruin, if the present rates are 
continued. Reference to the unemployment situation is made in 
connection with the averment that the Commission, as “respon- 
sible agent of the federal government charged with administra- 
tion of the transportation laws, should take prompt action to 
reduce transportation rates on basic building materials to a 
basis that will enable resumption of construction work through- 
out the country.” 





In addition to alleging that the present rates are unjust, un- 
reasonable, unduly prejudicial and preferential, it is charged that 
the rates are in violation of section 15-a, the rate-making section 
of the interstate commerce act, “in that the said rates, instead 
of producing the maximum revenue on said traffic which is essen- 
tial in order that defendants may earn, in the aggregate and 
individually, the rate of return contemplated by section 15-a, are 
now so adjusted that they curtail traffic, drive tonnage away 
from defendants, and the aggregate revenues are thus unduly 
and unnecessarily diminished.” 


REDUCTIONS ON ORE 
The Trafic World Washington Bureau 
In sympathy with the recent reduction in rates on iron ore 
in Official Classification territory, a lowering of the rates on 
imported ferro manganese and chrome ore will be made op- 
erative in that part of the country, on November 15, on fifteen 
days’ notice. Under special premission No. 55392, W. S. Cur- 
lett, A. P. Gilbert and N. W. Hawkes, publishing agents for the 
carriers in that part of the country, have filed tariffs reducing 
the rates approximately 25 per cent from all Atlantic ports to 
Pittsburgh, Johnstown, Niagara frontier and related points and 
io all destinations in Central Freight Association territory. 
At present the rates on imported and domestic manganese 
and chrome ores are the same. The rates to become effective 
November 15 will be substantially 25 per cent lower on the 
imported ores, none, however, to be lower than the recently 
established rates on iron ore. 
The following table shows typical rates from Baltimore, 
Norfolk and other Virginia points, Boston and New York and 
Phildelphia, in cents per long ton: 
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Nfk. & Boston&  Phila- 
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One hundred per cent points .... 460 . 460 520 180 
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FUEL FOR LAKE FRONT FURNACES 


The Trafic World Washington Bureay 


Asserting that the same considerations that constrained the 
eastern district carriers to eliminate the Ex Parte No. 74 jp. 
crease on iron ore call for a revision of the rates on coal and 
coke to the blast furnaces in the Buffalo district, what are 
known as the lake front furnaces have begun a move for a re. 
vision of rates'on the fuel they use. They obtain no benefit from 
the reduction of rates on ex lake ores. Their competitors in the 
interior, however, receive great benefits. 

A conference at Buffalo some time this week between the 
furnace and ‘railroad men in the presence of the Commission or 
a commissioner is the suggestion of the furnace men, transmitted 
to the Commission by Francis B. James, their attorney. He 
added arguments consisting, in considerable degree, of a quota- 
tion from Commissioner Potter’s concurring opinion in the West- 
ern grain rate case, and from R. N. Collyer’s reasoning in sup- 
port of his application for sixth section permission to reduce 
the ore rates, by cutting out the advance made August 26, 1920, 
Mr. Potter said that “rates must be gotten back to the proper re- 
lation to other things” and that ‘‘they must come down, and what- 
ever is necessary to bring them down must be done.” Mr. Collyer 
said that the iron and steel industry had gone through a period 
of severe price reduction, ‘comparable, perhaps, to that of agri- 
culture.” If the conference plan does not produce results, it 
probably will be followed by a formal complaint to the Com- 
mission. 

The Buffalo furnace people in their letter call attention to 
the fact that prior to General Order No. 28, in the same cars, 
the railroads hauled coal from the Reynoldsville district to 
Buffalo at a rate of $1.25 a net ton and ore in the reverse direc- 
tion, over the same rails, at the rate of 62.5 cents a net ton, 
or 70 cents a gross ton; they hauled coal from the Pittsburgh 
district for $1.40 and ore in the reverse direction for 81.3 cents. 
They hauled coke from the Connellsville district to Buffalo for 
$2 a ton and ore in the other direction for 92 cents. 

Roughly speaking, the Buffalo furnace men pointed out, 
the rates on ore were half those on coal, the two movements, 
of course, being in opposite directions, and, therefore, all in 
favor of that balance in traffic which a traffic manager tries 
to obtain as the ideal condition. They object to the break in 
the relationship because it has brought ore away below coal. 
in discussing that point they said: 


Comparing the present rates on iron ore (the recently reduced 
rates) per net ton with the present per net ton rates on coal, the ore 
rate from Buffalo to Du Bois and Punxsutawney is 26.65 per cent 
of the coal rate in the reverse direction, the ore rate from Lake Erie 
ports to Pittsburgh is 39.95 per cent of the coal rate in the reverse 
direction and the ore rate from Lake Erie ports to Connellsville Dis- 
trict is 43.69 per cent of the coal rate in the reverse direction. The 
coal in the one direction and the ore in the reverse diretcion is 
moved by the same engines, same crews, in the same cars and over 
the same tracks. Both the coal and ore is loaded in excess of the 
marked capacity of the cars. It will thus be seen that the circum- 
stances and conditions under which coal and ore are handled are 
substantially similar, and under the circumstances described the cost 
of transportation of the coal in one direction and ore in the reverse 
direction will be substantially the same. Yet in the illustrations we 
have given rates on ore to Du Bois and Punxsutawney, Pittsburgh 
and Connellsville are 26.65 per cent, 39.95 per cent and 43.69 per cent, 
respectively, of the rates on coal. 

_ In this connection it must be borne in mind that the present 
price of ore at Lake Erie ports is substantially double the present 
price of coal at the mines. 

It must be assumed that the reduced rates which the carriers 
have just put in effect on iron ore are compensatory. If thes are 
not, then the carriers are making our coal and coke stand the burden 
that should be borne by the iron ore. If, on the other hand, these 
iron ore rates are compensatory (and the presumption is that they 
are), then by comparison our present coal and coke rates are eXx- 
cessive and extortionate. 


Arrangements have been made, provisionally, for a confer 
ence between the traffic executives of the carriers and the Buffalo 
district furnace interests, at the office of the Commission on 
November 7. The Commission asked for the meeting at the 
iormal suggestion of the Buffalo furnace people, with a view to 
having the carriers restore the relationship as to rates on coal 
and coke to the lake front furnaces, on the one hand, and ore 
rates to interior furnaces on the other. 

In a general way of speaking, the request of the furnace 
people was for the carriers so to reduce rates on coal and coke 
that the costs of their raw materials, in which coal and coke 
constitutes large items, will be relatively the same as the raw 
material costs of the interior furnaces. Nominally, only rates 
to the Buffalo district are in question. As a matter of fact rates 
to all lake ports are involved. 

That a. readjustment of rates on coal and coke to the lake 
ports would be a major operation, so to speak, is well known to 
every man who can recall the Boileau case and its numerous 
appendices, and I. and S. No. 774. The adjustment made in the 
last mentioned case is the one that has been placed in jeopardy, 
according to the belief of practically all railroad traffic men, 
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py the tariff of the Detroit, Toledo & Ironton, in which Henry 
Ford proposed to reduce rates from the Jackson field in Ohio 
so as to disregard the differential of 40 cents per ton under 


West Virginia coal established by the Commission. Supporters 
of the Ford proposition deny that the action of the Ford road 
would have such widespread effect, or that it would have any 
bearing on the controversy between Ohio and West Virginia 
operators, of which the Mingo County war has been held to 
be one of the manifestations, and the Anderson injunction against 
the check-off system one of its by-products. ‘ 

The Buffalo furnace people are not greatly interested in the 
disagreements between the railroads, which at times have in- 
dulged in rate wars using coal rates as clubs, and the disagree- 
ments between the operators, one party of which, according to 
Judge Anderson is engaged in a combination with the union 
coal Miners, and one party of operators which has nothing to 
do with the labor organizations. They are interested only in 
what the railroads themselves used to call assembling rates— 
that is, the rates imposed on the raw materials to the furnace 
points, claiming that the failure of the carriers to reduce rates 
on coal and coke from the mines to the lake front furnaces co- 
incidentally with reductions in the rates on ore resulted in a 
business discrimination, if not a rate discrimination, . against 
them. 

On account of the position taken by the Labor Board that 
it cannot now take up requests for wage reductions, the car- 
riers are expected to be less amenable to suggestions of the 
kind the lake front furnaces than if the board had not closed the 
door to them. Another prospective difficulty is the ruling of 
the Commission, made years ago, that the carriers had no busi- 
ness to, take into consideration the commercial or economic 
necessities of the different furnace groups in making their rates 
on the raw materials used in the production of pig iron. 


COAL PRODUCTION REPORT 


The Traffic World Washington Bureau 


“Apprehension of consumers over the effects of a possible 
railroad strike was no doubt the chief cause of a sharp increase 
of coal production in the week ended October 22,” the Geo- 
logical Survey said in its current report on coal production. 

“The total output of bituminous coal, including lignite and 
coal coked at the mine, is estimated at 10,993,000 net tons, an 
increase of 1,302,000 tons in a single week. The rate of produc- 
tion attained under the stimulus of emergency demand was not 
far below normal for this season of the year. In the correspond- 
ing week of 1917, for example, 10,844,000 tons were produced; 
in 1918 about 11,170,000 tons, and in 1920 over 12,230,000 tons. 

“The influence of the fear of a stoppage of transportation is 
shown in the record of cars loaded daily. Instead of decreasing 
after Monday, as normally happens, the daily loadings increased 
steadily up to Wednesday, and declined but little thereafter: 
Monday, October 17, 33,826; Tuesday, October 18, 35,556; 
Wednesday, October 19, 35,964; Thursday, October 20, 35,459; 
Friday, October 21, 35,496; Saturday, October 22, 28,916. 

“A further sharp increase is indicated by telegraphic re- 
ports of loadings on Monday and Tuesday of the week October 
24-29, which were approximately 38,200 and 36,600 cars, re- 
spectively. The total for the two days shows an increase of 
5,424 cars over the corresponding days of the week preceding. 

“Whether the increased rate of production will be main- 
tained now that the strike has been averted remains to be seen. 

“The all-rail movement of coal to New England remained 
practically unchanged during the week ended October 22. Re- 
ports to the American Railway Association show that 2,900 cars 
of anthracite and 2,857 cars of bituminous coal were forwarded 
over the Hudson. In comparison with the corresponding week 
in 1920, anthracite shipments show a decrease of 574 cars and 
bituminous shipments a decrease of 2,655 cars. 

“The movement of soft coal from Lake Erie ports continues 
to decline. A total of 593,359 net tons was dumped in the week 
ended October 23. When compared with the week preceding, 
this was a decrease of 93,789, or 13.3 per cent. Of the total 
dumpings, 571,902 tons were cargo coal and 21,457 tons were 
vessel fuel. In the corresponding week in 1920 dumpings totaled 
1,126,742 tons. 

“Detailed reports from the three coal exchanges at Hamp- 
ton Roads show a slight decrease in the tonnage dumped over 
the piers at that port. A total of 244,394 net tons was dumped 
In the week ended October 22, a decrease of 12,202 net tons when 
compared with the preceding week. . 

“So dull is the export business that only 21,498 tons were 
dumped for foreign cargo. The largest element in the present 
Shipments is the coastwise trade to New England, which ab- 
sorbed 149,449 tons.” 


HOME CARS ON HOME ROADS 


The percentage of home cars on home roads for class 1 
roads as of October 15 was 66 per cent, according to a report 
of the car service division of the American Railway Association. 
1 he percentages by classes of equipment were as follows: Box, 
o4.5; refrigerator, 58.7; gondola, 74.7; stock, 78.3; and flat, 80.6. 
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PAPER MEN HEAR RAIL PROBLEMS 


Joseph H. Defrees, president of the Chamber of Commerce 
of the United States, and William H. Finley, president’ of the 
Chicago and Northwestern Railway, shared honors as speakers at 
the closing session of the business conference of the American 
Paper and Pulp Association and affiliated organizations, in 
Chicago, November 3. Mr. Defrees confined himself to an explana- 
tion of present business conditions, touching on transportation 
problems only insofar as the solving of them would hasten the 
return to prosperity. Mr. Finley, in an extemporaneous speech, 
made a plea for public support for the railroads to help them over 
their present depression. 

“The cost of transportation is one of the chief elements in 
the cost of all of our necessities,’ said Mr. Defrees. ‘Almost all 
of the industries of the country have had in recent years oppor- 
tunity to make very considerable profits with which to expand 
their operations and protect themselves for the future. During 
the war it was especially so with many, but it was certainly not 
the case with the railroads. For nearly thirty years before the 
war their charges and many of their methods of operation were 
regulaied by the government, but the act empowering this regula- 
tion contained no provision requiring the Interstate Commerce 
Commission in fixing rates to consider expense of operation. 
During the war, they were operated by the government and there- 
fore for years they have been unable to devote sufficient funds to 
maintenance and rehabilitation of their properties or to expansion 
of equipment and territory served. These and other causes, not 
necessary to mention in detail, make the condition of the rail- 
roads most critical and difficult of treatment. 

“Under the provisions of the transportation act and the action 
of the Commission, freight and passenger rates have been raised 
to a point where it is commonly agreed that they constitute one 
of the most substantial obstacles in the road to business and 
industrial recovery. These rates are largely the direct result 
of increased payrolls made necessary by increased wages and 
changes in working conditions and rules imposed by the War 
Administration of the railroads and also by wage increases 
awarded by the Railroad Labor Board created under the trans- 
portation act. These increases substantially absorb the increases 
in freight and passenger rates and, great as these increases in 
freight and passenger rates are, the funds are not afforded to 
make the necessary betterments of which I have spoken. Indeed 
the rates of rail transportation are so high that they most defi- 
nitely contribute to a reduction of traffic and thereby defeat the 
very purpose of the increases allowed by the Commission. 

“It should be said in passing that this has been recognized 
by the railroads and they have voluntarily reduced the rates on 
important basic commodities for the purpose of assisting in their 
movement. It seems to me, therefore, that it is imperative in 
the interest of the railroads as such, as well as of the business 
of the country, that there should be an immediate and adequate 
reduction of freight rates adjusted to a fair basis with reference 
to the relative value of commodities and with special considera- 
tion to the rates upon raw materials. 

“To justify these reductions in freight and passenger rates 
‘and in the public interest having due regard to the financial 
ability and necessities of the railroads, the wages of the railroad 
workers must be reduced relatively with the reductions which 
have obtained in other lines of effort in comparison with pre-war 
wages. The rules respecting working conditions set up during 
the war are now under consideration by the Labor Board. Such 
as are unsound must be abolished. The financial relations of the 
government with the railroads must be settled. 


“At the time the railroads were taken over by the govern- 
ment, the government guaranteed an annual return to the rail- 
roads equal to the average net earnings of the preceding three 
years. The government also told the railroads that such additions 
and betterments as it might find necessary to make should be 
made by the government at the expense of the railroads. Addi- 
tions and betterments to the amount of $1,141,000,000 were made 
by the government. These were capital expenditures. The 
government owes the roads hundreds of millions of dollars by 
reason of the guaranties. Congress is delaying the appropriations 
necessary to meet these obligations because there is a sentiment 
that the government should set off the amount of these capital 
expenditures owing to it against the amount owing by it for the 
guaranties. This is manifestly unwise, and if done will absorb 
substantially the monies due to the railroads on account of the 
guaranties. 

“The railroads cannot go into the market as things now are 
and sell securities in adequate amounts to make improvements 
and betterments of their facilities essential to economical and 
efficient operation except by the sale of securities at an abnormal 
and unreasonable sacrifice. This would be reflected in the ex- 
pense of their operation for years to come. The government 
should accept the obligations of the railways for these capital 
expenditures upon reasonable terms for extended -periods and 
pay to the railroads now the amounts due them upon the guar- 
anties. They are in effect current earnings. The railroads could 
then apply the amounts to betterments now needed. 

“With rail transportation costs reduced upon the principle 
I have stated and the reduction in operating expenses resulting 
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from the steps I have mentioned, I believe a long step in aid 
of revival of business and industry of the country and of the 
power of consumption of the people will have been taken.” 

Mr. Finley disagreed with Mr. Defrees as to the level rail- 
road rates being the cause of the present business depression. 
“It may be one small factor,’ he said, “but until we have a 
general readjustment of costs, retail prices, and a recasting of 
the entire economic situation we shall not have much improve- 
ment.” 

“The railroads have been criticized for not voluntarily reduc- 
ing rates so as to stimulate movement. As a matter of fact they 
have done so in almost every instance where it has seemed 
probably that a growth of tonnage would result. It is wrong, 
however, to suppose that the movement of all commodities has 
been decreased by the level of freight rates. I will quote to you 
from a letter I recently received from the Governor of Nebraska: 


If freight rates were reduced to a prewar level, it would add 
but five cents a bushel to the price that the farmer in this state re- 
ceives for his corn. This, however, is not sufficient to encourage a 
general movement of this product. 
Touching on the recent threatened rail strike, Mr. Finley 
said: “We are relieved that the strike was called off. No rail- 
road manager could enjoy equanimity while that sword of Da- 
mocles was suspended over his head. As regards the settlement, 
I have only one thing to say. In the words of an eld popular 
song, ‘The battle is over; Murphy won.’ You can apply that any 
way you please.” 

A cut in rates must be preceded by a reduction in operating 
expenses, and such a reduction must, of course, come about 
through a cut in wages, Mr. Finley said. “But too many people 
are making the mistake of thinking that a cut in wages is the 
only way left for the railroads to reduce operating expenses,” he 
added. 

“For one thing, publie: opinion must back the railroads in 
their fight against the present wave of state legislation which is 
pressing on the railroads added expenses which do not improve 
railroad service in any way. A good example is the car-shed bill, 
recently passed in Minnesota. This requires the railroad to build 
a car shed with lights, a heating plant, locker facilities, etc., at 
any point where six car repairers are required to work for thirty 
days or more. I wonder, sometimes, how farmer members of a 
state legislature can pass such a bill when they themselves have 
no protection against the sun and the weather as they follow 
the plow. 


“Another thing that bears hard on the railroads is the rule 


of the Commission which places assessments for public improve- 
ments in the capital account, whereon interest charges must be 
paid, although not a single cent of revenue is yielded. This prac- 
tice will break the backs of the railroads some day as sure as the 


sun is shining today! It will eventually be all the railroads can 
do to pay the interest charges on capital accounts, leaving nothing 
for dividends and improvements. 


“The practice of increasing the state taxes that the railroads 
have to pay is also costing the carriers a great deal of money 
without making any return. The state taxes of the roads in- 
creased 10.4 per cent last year, and the taxes of the Northwestern 
increased 17.1 per cent. We paid out last year for taxes, state 
and federal, $8,273,889, which was 72.25 per cent of the amount 
paid out as interest on our funded debt, and 93.75 per cent as 
much as our total dividend payments for the year. 


“Finally, I think that if the roads could spend some money 
on needed improvements, operating costs could be materially de- 
creased. Should the government decide to pay us the money 
it owes us as a result of federal control, many of these improve- 
ments could be made, and this money, spent broadcast, as it 


would be by the railroads, would do a lot to improve the general 
situation.” 


“It costs $2 less to ship a ton of newsprint paper from Ger- 
many to New York City than to ship a ton of the same paper 
from Niagara Falls across the state of New York. America’s paper 
industry faces serious competition from foreign lands not alone 
because of the fact that foreign paper is made by cheap labor, 
under depreciated exchange conditions, but also of the cost of 
freight shipments.” 

That statement was made in a discussion of paper importa- 
tions, by R. S. Kellogg, secretary of the News Print Service 
Bureau, before the Salesmen’s Association of the Paper Indus- 
try, at the convention of that association in Chicago, November 
1. He then went on to give figures showing comparative freights 
between foreign shipping points and American points, as evVi- 
dence of the conditions confronting the paper industry in gen- 
eral. 

The rate from Hamburg to New York and other eastern 
ports was $4 per 1,000 kilos, or $3.64 per ton of 2,000 pounds, and 
$6 per long ton, or $5.36 per 2,000 pounds from Scandinavia, the 
speaker said. He compared with this the rate from Watertown 
and Glens Falls to New York, which was $5.60, and from Niagara 
Falls $5.70, he said, and the Watertown rate to Philadelphia and 
Baltimore $6.30. Typical rates from important Canadian ship- 
ping points to New York were, according to Mr. Kellogg: 
Espanola, Ont., $10.50; Grand Mere, Que., $7.60; Iroquois Falls, 
Ont., $9.60; Jonquere, Que., $8.60; Ottawa, Ontario, $7.60; Sault 
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Ste. Marie, Ont., $10.50; Three Rivers, Que., $7.60. Maine-New 
York City rates were not much better than the Canadian, he 
said, the Livermore Falls rate being $6.40 and the Millinocket 
rate $7.70. 

“America, even with the best, fastest and most modem 
paper mills in the world,” said Mr. Kellogg, ‘‘cannot success. 
fully compete with the prices of European paper made and 
shipped under these conditions. It is the publishers who will 
suffer in the long run, for American mills cannot make paper to 
meet present European prices, and Europe cannot supply Ameri- 
ca’s permanent needs. The normal result would be wide stings 
in prices, which are always disadvantageous to producer and pur- 
chaser alike in any commodity where price extremes are found.” 

“It is better for the American user of newsprint to have a 
dependable source of supply at home at a price which affords a 
reasonable profit to the manufacturer and thus encourage greater 
production than to-have a temporary supply from abroad at 
prices fixed by ruinous unfair competition, which will vanish 
when world conditions again approach normal.” 


RAILROAD FUNDING BILL 


The Trafic World Washington Bureau 


If any effort is made by the senators composing the “agri- 
cultural bloc” to tie up with the railroad “funding” bill amend- 
ments relating to restoration of state control over intrastate 
rates or other amendments to the transportation act, it will be 
combatted by Senator Cummins. The senator said he did not 
think such an attempt would be made and that the plan was 
to have the funding bill considered separately. The senators 
of the agricultural bloc have threatened to oppose the funding 
bill unless railroad legislation they favor is put through. 

If the bill authorizing the War Finance Corporation to buy 
railroad securities from the Railroad Administration becomes a 
law and the government follows out a general policy of funding 
the carriers’ indebtedness to the government for additions and 
betterments made under federal control, the estimated maxi- 
mum amount the railroads will receive from the government as 
the result of final settlements and the funding will be $779,851, 
593, according to a statement by Director-General Davis, incor- 
porated in a report submitted to the Senate by Senator Cum- 
mins on the “funding” bill. The report urged passage of the 
bill and explained its various provisions. 

The statement by the Director-General showed that the Rail- 
road Administration estimates that final settlements, exclusive of 
funding, would take $279.851,593 as of October 1. It is planned 
not to fund more than $500,000,000 of $702,106,625 of unfunded 
carrier indebtedness to the government, the Director-General 
said. The total amount of “definite railroad securities” held by 
the Railroad Administration was given as $354,056,038, deduction 
of $99,662,000 having been made on account of the equipment 
trust certificates sold recently. 

Senator Cummins, discussing the bill as amended by the 
Senate committee, said: 


“The measure has been misnamed and misapprehended both 
in the incidental discussions which tave taken place upon the 
floor of the Senate and in the newspapers. It is generally re- 
ferred to as the ‘funding bill’ or “refunding bill,’ and it has been 
treated both in debate and in the public press as a bill which 
proposed a plan for funding or refunding certain of the indebt- 
edness which, during the period of federal operation of rail- 
roads, was created from the railroads to the government. Noth- 
ing could be more erroneous than this idea. The bill has noth- 
ing whatever to do with the authority to fund indebtedness of 
any kind or character. It neither enlarges nor diminishes the 
authority of the President in that regard. The matter of fund- 
ing was completely covered in the transportation act, 1920.” 


After quoting the law on the funding question, he said: 


“This is the existing law upon the subject of funding indebt- 
edness due from the carriers to the United States, and neither 
the Senate bill now upon the calendar, nor the bill which we are 
now reporting, makes any change whatever in the present law 
upon the subject. The sole purpose of this bill and its only 
possible effect is to confer upon the President the authority to 
sell the securities which have come, or may hereafter come, into 
his hands in his dealings with the railroads, in order that he 
may be able to pay to the railroads whatever sums may be found 
to be due to them upon the final accounting which, under the trans- 
portation act, 1920, it is his duty to reach as speedily as possible. 
It is obvious that the extent to which he has funded, or may 
hereafter fund, indebtedness due from the railroads to the gov 
ernment for expenditures made for additions and betterments 
during federal operation, and properly chargeable to capital ac 
count, will affect the amount due and immediately payable to the 
railroads, but with respect to his discretion in funding or declin- 
ing to fund within the limits of the law any such indebtedness, 
this bill has no application. 

“The two questions which this bill presents are: First, shall 
the President be authorized to sell some or all of ‘the securities 
which he has taken from the railroads, without loss to the g0Vv- 
ernment and without recourse, in order to pay admitted indebt 
edness to the railroads; and, second, whether the War Finance 
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November 5, 1921 





Corporation shall be authorized to buy from the President a 
limited amount of these securities. 

“It is difficult to conceive any reasonable objection to these 
proposals. Congress has already provided for the system of ac- 
counting and the methods through which the amounts, if any, 
due from the government to the railroads shall be ascertained. 
When the amounts are thus ascertained it may be assumed they 
ought to be paid. If they are paid the money must come either 
from the treasury or from money derived from the disposition 
of the securities in the hands of the President. With these 
alternatives, one of which we must adopt, the propriety of 
raising the money by sale of the securities without loss to the 
government and without recourse does not admit fair difference 
of opinion. Before leaving this subject it may be well to remark 
that the President already has the authority to sell the securi- 
ties referred to in paragraph (c) of Section 207, transportation 
act, 1920, known as ‘car trust certificates,’ this authority having 
been given to him in an act approved November 19, 1919, and 
further to suggest that under this authority the President has 
already disposed of such securities to the amount of about $100,- 
000,000.” 

Taking the bill up in detail, the senator said it was “intended 
to give the President the authority to sell the securities to any 
person or corporation and relieve him from the restriction of sell- 
ing only to the War Finance Corporation. There can be no possible 
good accomplished in limiting him in making such sales to a 
single organization, and that is especially true when we con- 
sider that the War Finance Corporation is purely a governmental 
body. He has already sold $100,000,000 of the car trust certifi- 
cates under the power heretofore mentioned without any direct 
purchases by the War Finance Corporation, and it may very well 
be that he will find it desirable to sell other securities in the 
same way. It will be noted that this amendment specifically pro- 
vides that the sales must be made at a price which will save 
the United States from a loss in the transaction and without 
recourse.” 

Discussing the amendment relating to claims for “ineffi- 
ciency of labor,’’ Senator Cummins said: 

“This amendment does two things: It is first a substitute for 
that part of the House bill beginning with line ten and ending 
with line twenty-one on page four. The important differences 
between the House text and the amendment are that the House 
bill deals with the use of any fund or moneys available under 
any act, and declares that no payments or allowances shall be 
made from any fund or moneys on account of the so-called ‘in- 
efficiency of labor during the period of federal control.’ The 
amendment puts this prohibition immediately upon the President 
and the Director-General and declares that in making settle- 
ments with the carriers no allowance shall be made on account 
of the so-called ‘inefficiency of labor.’ It cannot be the intention 
of Congress to attempt to deny to any carrier its constitutional 
right of resorting to the courts for such relief as the laws of 
the country may afford them. We can impose such restrictions 
as are thought best upon the President and the Director-General 
in making settlements, but we ought to go no further. It is 
thought, also, that the effect of the House text would be to for- 
bid the Director-General from making partial payments to any 
given railroad when the final settlement is delayed and it is 
plain, from the government standpoint, that something is due 
to it. 

“Second, the House text provides that no settlement shall 
be made between the ‘United States and any carrier which does 
not forever bar such carrier from setting up any further claim, 
rights, or demands of any kind or character against the United 
States growing out of or connected with the possession, use or 
operation of such carrier’s property by the United States during 
the period of federal control. The amendment makes an ex- 
ception in the following words: ‘Except a claim specified in 
clauses (1), (2) or (3) of paragraph (b) of section 2 hereof.’ It 
is believed that the failure on the part of the House to make 
these exceptions was due to an oversight. It will be remembered 
that the House bill provides as follows: 


(b) Every claim of a carrier against the United States arising 
out of or incident to federal control shall, if not filed within one year 
after this subdivision takes effect, be thereafter barred, and’ the 
carrier shall be considered as having waived the claim. 


“There are certain claims which the carriers may have 
against the government which cannot be presented within a 
year, and these claims have, according to the uniform practice 
of the Director-General, been excepted from all the final settle- 
ments which he has hitherto made with the railroads, and there 
have been many of them. These claims may be in a general way 
described as claims arising in favor of third persons, some of 
which may finally result in liens upon the railroad property.” 

A complete statement with respect to the status of the 
nancial relations of the Railroad Administration with the rail- 
roads has been made by Director-General Davis in a letter to 
enator Cummins in connection with the “funding” bill on 


Which a favorable report to the Senate has been made. The 
letter follows: 


Replying to your note of today, asking for a summary as to cer- 
financial conditions of the United States Railroad Administration, 


tain 





THE TRAFFIC WORLD 941 





I am inclosing you statement which I trust will give you the informa- 
tion you desire. Perhaps a word of explanation may aid in under- 
standing this statement: 

First. In testifying before the Interstate Commerce Committee 
August 12 and 16, 1921, at the request of the Interstate Commerce 
Committee, I filed as an exhibit, known as “Exhibit B,’’ pages 84, 85 
and 86, a list of the definite obligations of the carriers held by the 
Railroad Administration on the list of August, 1921. These aggre- 
gated, as shown by that statement, $438,577,238.08. Since that date 
we have taken additional equipment trust certificates, in closing some 
transactions with individual) carriers concerning the equipment trust 
matters, aggregating $11,590,800. Since the 1st of August, in the set- 
tlements we have made, we have funded additions and betterments in- 
debtedness aggregating $3,550,000. This total amount of $15,140,800 
should be added to the statement made on August 1, above referred 
to, and makes the aggregate of definite obligations held by the Rail- 
road Administration $453,718,038.08. 

During the month of September the Railroad Administration sold 
to the investing public equipment trust certificates aggregating $99,- 
662,000. These equipment trust certificates were all sold at par and 
accrued interest and without a penny of expense to the Railroad Ad- 
ministration in consummating the sales. This, therefore, leaves on 
—s as of October 1, 1921, securities in the aggregate of $354,056,- 

Second. Claims settled up to October 1, 1921: Up to October 1, 
1921, the Railroad Administration had settled claims of the carriers 


made on final settlements aggregating $387,017,099.12. The total 
amount of cash paid in such settlements was $117,715,840.43. The per- 
centage of cash paid to amount claimed is 30.416 per cent. The ag- 


gregate amount of mileage of roads with which settlements have 
been made is 90,944. . 

Third. Additions and betterments: During the 26 months of Fed- 
eral control the Railroad Administration advanced to the carriers for 
additions and betterments a total of $1,144,681,582.39. Of this amount 
$381,649,957.12 was represented by the purchase of 2,000 en- 
gines and 100,000 freight cars, which were allocated to the vari- 
ous railroads, and are represented by equipment trust certificates. 
This left the net amount of additions and betterments, exclud- 
ing the equipment, trust certificates, $763.031,625.27. From this should 
be deducted additions and betterments funded in settlements or paid 
in cash by the carriers, aggregating $60,925,000. Therefore, on Octo- 
ber 1, 1921, the balance due from the carriers to the government on 
account of additions and betterments properly chargeable to capital 
account was $702,106,625.27. Of this amount not to exceed $500,000,- 
900 would be funded under the discretion lodged with the President by 
the transportation act. 

Fourth. As you will appreciate, it is somewhat difficult to esti- 
mate the amounts to be paid carriers in final settlement. In testify- 
ing before the Interstate Commerce Committee on August 9, 10 and 
11, I stated that the Railroad Administration then had cash available 
aggregating $149,000,000, and that it would require $200,000,000 in addi- 
tion to complete the settlements, excluding any general funding of 
additions and bettermerts. Since that date we have paid out in 
final settlements, up to October 1, about $70,000,000, so that my esti- 
mate is that it will require to complete the payment of the obliga- 
tions of the Railroad Administration something in excess of $279,000,- 
000, to which must be added whatever amount of the additions and 
betterments debt is funded. 


In comparing the statement submitted with any statements here- 
tofore made, it must always be borne in mind that our halarces are 
changing from day to day, and if the amounts stated in my testi- 
mony before the Interstate Commerce Committee are compared with 
this statement, and any difference is found in the aggregate amount, it 
is due to the difference in the time the statements were made. 


The detailed statement referred to by Mr. Davis follows: 


Statement Furnished by Director-General of Railroads Showing 
Definite Securities Taken and Held. 
Definite securities on hand August 1, 1921, shown on 
page 86, Committee on Interstate Commerce, S. 2337, 
OO EL A RS SE IA LOR INES Se TR $ 438,577,238.08 
Additional securities taken up to and including October 


Equipment trust certificates .............. $11.590,800 
Sete GOI kisses ieiewikentewees stun 3,550,000 

15,140,800.00 
TUNE, cw cuainiacsumummawie var enwe aonleeaaoneeadaeiekooue $ 453,718,038.08 


Less securities sold up to and including October 1, 1921: 
TEGUIPMCRt CLUBE CECTTIBCRTOS occ cccesccsceseecvese 99,662,000.00 
Definite securities on hand October 1, 1921.......... $ 354,056,038.08 

Claims Settled to October 1, 1921 
Total claims of carriers settled $ 387,017.099.12 
Amount paid in settlements .......... 117,715,840.43 





Percentage paid in settlements 30.416 
pe eS een 90,944 
Additions and Betterments 
Gross advances for additions and betterments.......... $1,144,681,582.39 


Less equipment trust (engines and cars).............. 381,649,957.12 


Net additions and betterments, advances not includ- 
a ere ee eee $ 763.021.625.27 
Less additions and betterments funded 60.925,000.00 


ee 


SND nivcn swansea Githe aca nia peau en niusiesicme ane aeewwic $ 702.106,625.27 
Amount to be funded not to ExXCECd. ....<cccccccccccecece 5°0.000,000.00 
Estimated Amounts to be Paid Carriers October 1, 1921 
Final settlements, exclusive of funding................ 279.851.593.55 
Amount to be paid by funding not to exceed.......... 500.000,000.00 


WOOOE  s ctiwnisinin ve 9: 410in Sle iain Seesaw BA's oSiOw winlareinpis's bina $ 779,851,593.55 


TRANSCONTINENTAL DISPOSITIONS 


The first docket dispositions of the Transcontinental Freight 
Bureau are in the Daily Traffic World and in the weekly Traffic 
Bulletin, this week. The list comprises affirmative action taken 
by the transcontinental executives at a meeting, in Chicago, Oc- 
tober 10 to 27. A list of proposals that have been disallowed 
will also be compiled by the bureau’s clerical force. These trans- 
continental disposition notices are to be issued after the meet- 
ings of the executive committee every three or four months. 
The Western Trunk Line Committee and the Southern Freight 
Rate Committee are also issuing disposition notices regularly. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn 
Copyright by West Publishing Co.) 
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(Supreme Court of Alabama.) Public service commission, 
which has succeded to the powers and duties of what was the 
railroad commission, exercises a limited statutory jurisdiction, 
and a court of equity may enjoin the enforcement of its orders 
when in excess of jurisdiction, unreasonable, or unjust.—Ala- 
bama Public Service Commission et al. vs. Louisville & N. R. 
Co., 89 So. Rept., p. 524. 

The common-law rule that a quasi public corporation may 
not, in the absence of statutory warrant, make any contract 
by which its power to perform its public functions will be im- 
paired, never did prevent the alicnation of such property as 
wes not authorized to determine whether or not-an alienation 
of such propertv was consistent with the interest of the public, 
under acts 1915, p. 268.—Ibid. 

Where telegraph company by decree was required to re- 
move its poles, ete., from a railroad right-of-way, and subse- 
quently sold the poles, ete., to the railroad. which used them 
onlv in the operation of its railroad, held that the sale to the 
railroad did not reauire the annroval of the Public Service Com- 
mission uneer Acts 1915. p. 268. in view of Code 1907, par. 38467, 
whieh amounts to a declaration of public policy by the legis- 
lature that a telerranh eomnany should no longer be allowed 
to maintoin its telerranh lines over and unon a railroad rircht- 
of wav. the sale heine the legitimate result of the decree.—tThid. 

Courts cannot eandemn legicletion Aeclaratarv of public 
poliev. sueh as Code 1997, par. 2867, which in effect declares 
that the hest interest of the nublie reauires that a telegranh 
comrenv chell no longer ke allowed to maintain its lines upon 
a railroad right-of-way.—thid. 

Railroad Purchacing Telegraph Line Not Required to Convey 

Comrercial Messares: 

A railroad which has lega'ly, without the annroval of the 
public service commission, under Acts 1915, p. 268 purchased 
telegraph lines upon its right-of-way, cannot be required by the 
public service commission to transmit commercial messages to 
towns affected bv the sale, under Code 1907, pars. 5632-5725, and 
Acts 1919, p. 1038.—Ibid. 


Order to Carriers as to Joint Rates Held Not Too Uncertain to 
be Enforceable: 


(District Court, N. D., Georgia. N. D.) An order by the 
state publie utility commission to express companies to receive 
for each other for transportation within the state at all terminal 
or intermediate points of physical contact, or connection of 
routes over railroad lines over which they have respectively 
established routes and to charge joint rates is not too uncertain 
to be enforced.—Americ2n R. Express Co. vs. Railroad Commis- 
sion of Georgia et al., 274 Fed. Rept., p. 649. 

Failure of Notice to Carrier by Public Utility Commission of 
Making Joint Rate Makes Rate Invalid: 

Where an express company filed a schedule containing joint 
rates with another, and the public utility commission changed 
provisicns of the schedule as to joint rates, making them more 
extensive, in the absence of 30 days’ notice to carriers, aS pro- 
vided by Code 1910, par. 2630, the joint rates are invalid.—Ibid. 
Public Utility Commission Has No Power to _ Institute Joint 

Rates: sak 

Where an express company filed a schedule of joint rates 
with another express company, a public utility commission may 
not, by striking out clauses of the schedule without notice or 
hearing, extend these joint rates, since to do so would amount 
to an institution of rates, while the utility commission is limited 
to a making of rates.—Ibid. 

When a Public Utility Commission Makes Joint Rates It Must 
Make Division Between the Carriers: : 
When a public utility commission makes joint rates, it must 

make division between the carriers, and give the carriers an 

opportunity to be heard and contest the division, before requir- 
ing the service to be given.—Ibid. 

Public Utility Commission, in Making Rates, Is Limited to Just 
and Reasonable Rates: ; 
In making joint rates between express companies, a public 

utility commission may not require one express company to 

make short hauls for a pro rata share of the joint rate, since 
to do so would be to require the carrier making the short haul 
to render service for an unjust and unreasonable rate.—Ibid. 

Carrier Liable for Damages for Unreasonable Detention of Ship- 
per’s Tank Cars: 

(District Court, S. D., New York.) In the absence of a 
contrary regulation under the interstate commerce act, a carrier 
is liable to a shipper for the unreasonable detention and use of 
the shipper’s tank cars for the carrier’s own purposes, contrary 
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to the instructions of the shipper.—J. C. Francesconi & Co. ys. 
Baltimore & O. R. Co., 274 Fed. Rept., p. 687. 

A carrier’s tariff rule on file with the Interstate Commerce 
Commission, which required the carrier to pay the shipper three. 
fourths of a cent a mile for the use of the shipper’s cars, which 
rate was admittedly less than the value of such use, does not 
authorize the carrier to retain possession of such cars indefi- 
nitely, on payment of that rate contrary to the shipper’s orders, 
especially in view of the second section of the rule, which ap- 
plies to the same transaction and manifests the contrary inten- 
tion.—Ibid. 

The provisions of the tariff rules of a carrier, charging the 
owner of a tank car with the excess of empty mileage, over the 
loaded mileage, for which the carrier was to pay the shipper 
a stated allowance for the use of the car, did not intend to 
charge the shipper with the empty mileage traveled under the 
carrier’s directions contrary to the shipper instructions and 
therefore indicates that the provision for mileage paid to the 
shipper was not intended to authorize the carrier to retain pos- 
Session of the car indefinitely on payment only of such mileage. 
—Ibid. 

The regulation of a carrier, in its tariffs on file with the 
Interstate Commerce Commission, that it shall not be liable to 
a shipper owning its own cars for delay or diversion, except 
as authorized in filed tariffs, does not give the carrier the right 
purposely to detain the cars contrary to their owner’s orders 
for the carrier’s own purposes.—Ibid. 

Though “practice” of the carriers, within interstate com- 
merce act, par. 1 (Comp. St., par. 86538), covers a large field, such 
practice is not established by occasional, or even common, 
assertions of right, but its essence is uniformity, so that the 
general refusal of a carrier to pay for the use of privately owned 
cars detained by it for service other than the owner’s does not 
establish such practice, where it had occasionally paid for such 
use.—Ibid. 

Even though all questions as to rates of an interstate char- 
acter must be presented to the Commission in the first instance, 
before recourse is had to the courts, the courts can determine 
whether the tariff rules of the carrier on file apply to the situa- 
tion in controversy, though such determination involves a 
construction of the rule.—Ibid. 


| Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Bili of Lading Provision, Limiting Liability for Loss in Transit, 
Contrary to Federal Commerce Act, as to Shipment In- 
tenced for Export to Non-adjacent Foreign Country: 


(Court of Appeals of Maryland.) The intention as to des- 
tination with which goods are delivered and accepted for con- 
veyance by a carrier being the determining factor in deciding 
whether a consignment should be classified as foreign or inter- 
state commerce, where a bill of lading described a consignment 
of grain as being for export, and, from an agreed statement of 
facts, it appeared that each carload, at the time it was shipped 
and at the time it was destroyed in transit, was intended for 
transportation by railroad to Baltimore, where it was to be un- 
loaded into the carrier’s elevators and thereafter loaded into a 
vessel for transportation to a point in Europe, the shipments 
were in the course of transportation to a non-adjacent foreign 
country at the time of their destruction, so that a stipulation 
in the bi'ls of lading, limiting the carrier’s liability to the value 
of the grain at the time and place of shipment, was not contrary 
to the provision of the federal act to regulate commerce and 
its amendments (Comp. St., par. 8604a), prohibiting stipulations 
ageinst recovery of less than the full amount of the actual loss 
or damage to property in transit from one state to another, or 
for export to an adjacent foreign country, nor did the purchase 
of such bills of lading by plaintiffs while the grain was in transit, 
though it affected the title thereto, make any change in its 
movement or destination or in any of its commercial charactel- 


istics.—Fahey et al. vs. Baltimore & O. R. Co., 114 Atlantic Rept. 
p. 905. 


Carrier Not Estopped from Relying on Bill of Lading Limiting 
Liability for Loss or Damace in Transit, Because of Loss 
Resulting from Delay in Delivery: 


A railroad company is not estopped from relying on a pro- 
vision of a bill of lading that the “amount of any loss or damage 
for which any carricr is liable shall be computed on the basis 
of the value of the property at the place and time of shipment, 
because the consignees were rot given notice of a loss in transit 
until long after the shipment was due to arrive, though the 
replacement value of the goods was higher when notice of 1055 
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was finally received, a loss resulting from delay in delivery 
being within the class of losses to which such provision refers.— 
Ibid. 

CARRIAGE OF LIVE STOCK 
Negligence of Carrier Not Shown: 

(Supreme Court of Alabama.) In an action for injuries to 
animals alleged to have been received between certain points 
on defendant carrier’s line, testimony that the animals looked 
like they had been knocked down in the car “by a heavy jerk 
or something” was too vague to be of value, and was obviously 
the mere conjecture of the witness, and was insufficient to 
show negligence of the carrier.—Atlantic Coast Line R. Co. vs. 
J. S. Carroll Mercantile Co., 89 So. Rept., p. 509. 

The courts judicially know that freight trains cannot be 
operated without frequent jerks and jars, and proof thereof is 
not alone sufficient to establish negligence as to animals shipped. 
—Ibid. 

The disposition of mules to kick is too well known to be 
ignored by courts.—lIbid. 

Having regard to the inherent nature and propensity of 
mules, the mere fact that several individuals of a carload got 
down in the car and suffered injuries Coes not authorize a 
finding of negligence cn the part of the carrier, the rule of res 
ipsa loquitur not applying.—Ibid. 








ae 7 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts H 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
* a 


Carrier Liable for Negligent Stowage: 

(Circuit Court of Appeals, Ninth Circuit.) In view of Comp. 
St., pars. 8029, 8030, stipulation in bill of lading reading, ‘“Leak- 
age of contents at owner’s risk,’ does not absolve the carrier 
from liability aris‘ng from negligence or want of the exercise 
of due diligence in properly stowing cargo.—Toyo Kisen Kaisha 
et al. vs. Willits et al., 274 Fed. Rept., p. 5509. 

In action for damages sustained through partial loss by 
leakage from containers of cargo consisting of cocoanut oil 
shipped from Manila to San Francisco during the month of July, 
evidence held to establish negligence in stowage, in that the 
tank in which the cocoanut oil had been placed was not a suit- 
able or proper place in which to stow the oil for carriage during 
such season of the year, was wholly without ventilation, and 
that, by reason of its proximity to the engine room and emer- 
gency escapes extending through it, the heat in the tank was 
rendered excessive, which affected the oil and caused the leak- 
age.—Ibid. 

(District Court, W. D., Washington, N. D.) In the stowage 
of cargo the carrier is required to take into consideration the 
nature of the cargo and the causes which may effect its injury, 
including the season of the year where it is of a nature to be 
— by temperature——The Tambe Maru, 274 Fed. Rept., p. 
96. 

Damage to a shipment of eggs from Shanghai to Seattle 
held, on the evidence, to have been caused by their improper 
stowage in a lower afterhold, around and over the shaft tunner, 
where the eggs were subjected to excessive heat and vibration, 
and were without proper ventilation.—Ibid. 

Where the damages recovered for loss and injury to cargo 
is measured by the market value at the port of shipment, libel- 
ant is also entitled to recover the freight paid.—Ibid. 


Owner, Invoking Protection of Harter Act, Has Burden of Proof: 
(District Court, D., Maryland.) Where a steamship stranded 
through fault or negligence in navigation, to entitle the owner 
to the protection of Harter act, par. 3 (Comp. St., par. 8031), 
it must be affirmatively shown that due care was exercised in 
the selection of the navigaticn officers and engine room force.— 

The Fort Morgan, 274 Fed. Rept., p. 734. 

Breakdown Clause Held Not to Exempt Ship from Liability to 
Charterer for Damages to Cargo from Negligent Stranding: 
The breakdown clause in a charter party held not to exempt 

the ship from full liability for damage to cargo owned by the 

charterer, resulting from her stranding through fault or neg- 
ligence in her navigation —Ibid. 

Ship Held Liable for Late Arrival to Load Bananas: 

A ship held liable to the charterer for damage resulting 
from her late arrival at a wharf for loading bananas, due to 
delay caused by her negligent stranding, where it was shown 
that in accordance with the custom of the trade the bananas had 
been cut and were ready for loading.—Ibid. 


SHIPPING BOARD TREASURER RESIGNS 


R. W. Bolling, treasurer of the Shipping Board, who resigned 
effective October 31, has left the service of the board. He had 
been with the board for four years. 
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UNIFORM SHIPPING DOCUMENTS 


The Trafic World Washington Bureau 


Conferences were begun this week at the offices of the 
United States Shipping Boaid with a view to getting the support 
of the board bchina the “Hague Rules, 1921,” which were adopted 
by the International Law Association September 3, and which 
are a proposed code for obtaining uniformity in laws governing 
ocean carriers. Acceptance of the code by the various nations 
is regarded as the first step that must be taken before it will 
be possible to have uniform shipping documents. 

Charles S. Haight, chairman of the bill of lading commit- 
tee of the International Chamber of Commerce; J. Parker Kirlin, 
general counsel of the American Steamship Owners’ Associa- 
tion; Russell H. Loines, of the American Protective and In- 
demnity Association, and Norman G. Beecher, admiralty counsel 
for the Shipping Board, attended the conferences. Cargo under- 
writers ana shippers will attend conferences to be held later. 

The Hague Ru.es, which define the risks to be assumed by 
sea carriers under a bill of lading, follow: 


In these Rules: (a)—''Carrier’’ includes the owner or the charterer, 
who entvrs 1n.o a COnuact Of Carriage With a shipper. (b)—"'Contiact 
of cairuge’’ means a bil of lauing or any similar avcument of title in 
so far as such document relates to the carriage of gods by sea. (c)— 
“Goods’ incluucs gouus, waies, Merchand.se anu articls of every 
k.na whatsoever exccpt live animals and ca:go carried on aeck. (a)— 
“Ship”. incluaes any vessel used tor the cu:riage of gvods by sea. 
(e)—"Carmage of govcds’’ covers the period from the tume when the 
goods are 1:ec.ived on the ship’s tackle to the time when they are 
unloaded from the ship’s tackle, 


ARTICLE II.—RISKS. 

Subject to the provis.ons of Article V, under every contract of 
ealriage of goods by sea the car.ier, in regard to the handling, loading, 
Stuwage, Carri.ge, Custody, care and unlouding of such goous, shall be 
subject to the icspous.bilities und Labiliuues, and entitlea to the mghts 
and inimun.tics, hereanatter set fourth. 

ARTICLE H1.—RLSPONSIBILITIES AND LIABILITIES. 

1. The carrier shall be bound before and at the beginning of the 
voyage to erercise aue d.ligence to, (a)—make the ship seaworthy. 
(b)—sazrope:ily man, equip and supp.y the sip. (¢c)—imake the holds, 
reirigesaung aud cool chambers, and all other parts of the ship in 
whicn goous are cairied, fit and safe fur their reception, carriage and 
preservat.on, 

2. ‘tne carrier shall be bound to provide for the proper and careful 
handling, loading, stowage, carviage, custody, care and unlouding of 
the gouus carried. 

3. After receiving the goods into his charge the carrier, or the 
master cr agent of the carrier, shali on the demand of the shipper 
issue a bill of lading showing, amongst other thmys: (ay—'L'he lcad.ng 
Miarks Necessa:y for identilcution of the goous as the same are fur- 
nished in writing by the shipper before the load.ng sta:its, provided 
such marks are stamped ov otherwise shown clcarly upon the goods if 
uncovered, cr on the cuscs ov coverings in which such goods are con- 
ta.ineu, in such a manner as will remain leg.b.e until the end of the 
voyage. (b)—he number of packages or pieces, or the quantity, or 
Weignt, as the case may be, as furnished in writing by the shipper 
before the loading starts. (c)—The apparent order and condition of 
the goods. 

Prov.ded, that no carrier, master or agent of the carrier shall be 
bound to issue a bill of lading showing description, marks, number, 
quantity, or weight which he has reasonable ground for suspecting do 
not accurately represent the goods actually received. 

4, Such a bill of lading issued in respect of goods, other than 
goods carr.ed in bulk and whole cargoes of timber, shall be prima 
facie evidunce of the receipt by the cariier cf the goods as therein 
describcd in accordance with sections 3 (a), (b) and (ec). 

Upon any claim against the carrier in the case of goods carried in 
bulk ov whole caigocs of timber the claimant shall be bound, not- 
withstandihg the -bill of lading, to prove the number, quantity or 
weight actually delivered to the carrier. 

5. The shipper shall be deemed to have guaranteed to the carrier 
the accuracy of the description, marks, number, quantity and weight, 
as furnished by him, and the shipper shall indemnify the carrier 
against all loss, damage and expenses arising or resulting from inac- 
curacies in such particulars. 

6. Unless written notice of a claim for loss or damage and the 
general nature of such..claim be given in writing to the carrier or his 
agent at the port of discharge before the removal of the goods, such 
removal shall be prima facie evidence of the delivery by the carrier 
of the goods as described in the bill of lading, and in any event the 
carrier and the ship shall be discharged from all liability in respect of 
loss or damage unless suit is brought within 12 months after the 
delivery of the gocds. 

7. After the goods are loaded the bill of lading to be issued by 
the carrier, master or agent of the carrier to the shipper shall, if the 
shipper so demands, be a “shipped”’ bill of lading, provided that no 
“received for shipment” bill of lading or other document of title shall 
have been previously issued in respect of the goods. 

In exchange for and upon surrender of a “received for shipment” 
bill of lading the shipper shall be entitled when the goods have been 
loaded to receive a ‘‘shipped’”’ bill of lading. 

A “received for shipment’”’ bill of lading which has subsequently 
been noted by the carrier, master or agent with the name or names of 
the ship or ships upon which the goods have been shipped and the 
date or dates of shipment, shall for the purpose of these Rules be 
deemed to constitute a ‘‘shipped’’ bill of lading. 

8. Any clause, covenant or agreement in a contract of carriage 
relieving the carrier or the ship from liability for loss or damage to or 
in connection with goods arising from negligence, fault or failure in 
the duties and obligations provided in this article or lessening such 
liability otherwise than as provided in these rules, shall be null and 
void, and of no effect. 


ARTICLE IV.—RIGHTS AND IMMUNITIES. 


1. Neither the carrier nor the ship shall he liahle for loss or 
damage arising or resulting from unseaworthiness unless caused by 
want of due dil’gence on the part. of the carrier to make the ship 
seawcrthy, and to see that the ship is properly manned, equipped 
and supplied. 

2. Neither the carrier nor the ship shall be responsible for loss 
or damage aris‘ng or resulting from: (a)—Act, neglect or default of 
the master, mariner, pilot or the servants cf the cerrier in the navi- 
gation or in the management of the ship. (b)—Fire. (c)—Perils, 
dangers and accidents of the sea or other navigable waters. (d)—Act 
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of God. (e)—Act of war. (f)—Act of public enemies. (g)—Arrest or 
restraint of princes, rulers or people, or seizure under legal process. 
(h)—Quarantine restrictions. (i)—Act or omission of the shipper or 
owner of the goods, his agent or representative. (j)—Strikes or lock- 
outs or stoppage or restraint of labor from whatever cause, whether 
partial or geneial. (k)—Riots and civil commotions. (1)—Saving or 
attempting to save life or property at sea. (my—lInherent defect qual- 
ity or vice of the goods. (n)—Insufficiency of packing. (o)—Insuffi- 
ciency or inadequacy of marks. (p)—Latent defects not discoverable 
by due diligence. (q)—Any other cause arising without the actual 
fault or privity of the carrier, or without the fault opr neglect of the 
agents, servants or employes of the carrier. 

3. Any deviation in saving or attempting to save life or property 
at sea, or any deviation authorized by the contract of carriage shall 
not be deemed to be an infringement or breach of these Rules or of 
the contract of carriage, and the carrier shall not be liable for any loss 
or damage resulting therefrom. 

4. Neither the carrier nor the ship shall be responsible in any 
event for loss or damage to or in connection with goods in an amount 
beyond £1v0 per package or unit, or the equivalent of that sum in 
other currencies unless the nature and value of such goods have been 
declared by the shipper before the goods are shipped and have been 
inserted in the bill of lading. 

By agreement between the carrier, master or agent of the carrier 
and the shipper another maximum amount than mentioned in this 
paragraph may be fixed, provided that such maximum shall not be 
less than the figures above named. 

The declaration by the shipper as to the nature and value of any 
goods declared shall be prima facie evidence, but shall not be binding 
or conclusive on the carrier. 

5. Neither the carrier nor the ship shall be responsible in any 
event for loss or damage to or in connection with goods if the nature 
or value thereof has been wilfully misstated by the shipper. 

6. Goods of an inflammable or explosive nature, or of a dangerous 
nature, unless the nature and character thereof have been declared in 
writing by the shipper to the carrier before shipment and the carrier, 
master or agent of the carrier has consented to their shipment, may 
at any time before delivery be destroyed or rendered innocuous by the 
earrier without ccmpensation to the shipper, and the shipper of such 
goods shall be liable. for all damages and expenses directly or indirectly 
arising out of or resulting from such shipment. If any such goods 
shipped with such consent shall become a danger to the ship or cargo 
they may in like manner be destroyed or rendered innocuous by the 
carrier without compensation to the shipper. 

A carrier shall be at liberty to surrender in whole or in part all 
or any of his rights and immunities under this Article, provided such 
surrender shall be embodied in the bill of lading issued to the shipper. 


ARTICLE V.—SPECIAL CONDITIONS. 


Notwithstanding the provisions of the preceding articles, a carrier, 
master or agent of the carrier and a shipper shall in regard to any 
particular goods be at liberty to enter into any agreement in any 
terms as to the responsibility and liability of the carrier for such 
goods, and as to the rights and immunities of the carrier in respect 
of such goods, or his obligation as to seaworthiness, or the care or 
diligence of his servants or agent in regard to the handling, loading, 
stowing, custody, care and unloading of the goods carried by sea, 
provided that in this case no bill of lading shall be issued and that 
the terms agreed shall be embodied in a receipt which shall be a non- 
negotiable document and shall be marked as such. 

Any agreement so entered into shall have full effect. 


ARTICLE dedltiecmmaisiiciaeaes- - ign APPLICATION OF THE 


Nothing herein contained shall prevent a carrier or a shipper from 
entering into any agreement, stipulation, condition, reservation or 
exemption as to the responsibility and liability of the carrier or the 
ship for the loss or damage to or in connection with the custody and 
care and handling of goods prior to the loading on and subsequent to 
the unloading from the ship on which the goods are carried by sea. 

ARTICLE VII.—LIMITATION OF LIABILITY. 

The provisions of these Rules shall not affect the rights and obli- 
gations of the carrier under the Convention relating to the limitation 
of the liability of owners of seagoing vessels. 


SHIPPING BOARD BUREAUS 
The Trafic World Washington Bureau 


Mstablishment of a number of bureaus to administer pro- 
visions of the Jones merchant marine act and the shipping act 
of 1916 is being considered by the members of the Shipping 
Board, according to an announcement made by Chairman Lasker. 
A plan calling for the creation of a bureau of domestic and out- 
ward traffic, a bureau of inward and indirect traffic, a bureau 
of operations, a bureau of construction, a bureau of law and a 
bureau of finance is under consideration. Each of the bureaus 
would come under the supervision of a particular member of the 
board and each bureau would have a director. Such an organi- 
zation is necessary, officials say, to make possible enforcement 
and compliance with the provisions of the two laws referred to. 
Chairman Lasker said the desire was to effect an organization 
somewhat similar to the British Board of Trade. 


SHIPPING BOARD CLAIMS 


The Trafic World Washington Bureau 


The Claims Commission of the Shipping Board held hear- 
ings this week on the claim of the Tampa Dock Company of 
Tampa, Fla., against the board on account of eancellation of 
wood shipbuilding contracts by the board. This case was heard 
as a test case, the issues being practically the same as in more 
than 70 other cases. The contention of the wood shipbuilders 
is that Edward N. Hurley, former chairman of the board, assured 
wood shipbuilders that the wood shipbuilding program would 
last five years and that the shipbuilders would be safe in making 
investments and building plants and that the Shipping Board 
would give them work enough to get out at a profit. Charles 
Piez, former director-general of the Emergency Fleet Corpora- 
tion, and other former officials of the Fleet Corporation, will be 
called as witnesses later. 

The Claims Commission of the Shipping Board has settled a 
claim of $1,640,433.70 filed by the Ralston Steel Co., of East 
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Columbus, O., for $51,471.92, according to an announcement made 
by the Commission. The company made steel used in the con- 
struction of ships and the plant had been taken over by the Ship- 
ping Board. Of the amount claimed, $1,026,277.61 was for “pros- 
pective profits,’ which the company asserted it would have en- 
joyed had not the government taken over the plant. The com. 
pany agreed to waive that part of the claim, however, leaving 
a balance of $614,166.09. The Claims Commission made an award 
of $208,296.64. The Ralston Company owed the board $158,824.72, 
for machinery installed in its plant, and agreed to accept the 
difference in final settlement. 


SALE OF STEEL SHIPS 


The Trafic World Washington Bureau 


President Powell of the Emergency Fleet Corporation an- 
nounced October 31 that from eight to twelve of the best steel 
ships of from ten to twelve thousand tons would be offered for 
sale in the next few weeks “to try out the market” for govern- 
ment vessels. If acceptable bids are received and the vessels 
are sold the Corporation will go forward at once to place more 
of its vessels in the hands of private owners. The market has 
been sounded out, Mr. Powell said, and several bids are expected. 
The American Bureau of Shipping will appraise the vessels to be 
offered for sale. Bids will be received on a private competitive 
basis so that the Corporation may negogiate with any particular 
bidder after offers have been received. 


OCEAN RATE REDUCTIONS 


The steamship lines in the Scandinavian-Baltic Conference 
have made substantial reductions in ocean rates and have re- 
grouped the ports served by them. Rates have been made to 
Group 1, 2 and 8. ‘Group 1 includes Bergen, Christiania, Goth- 
enburg and Copenhagen; Group 2, Malmo, Trondjhem, and Stock- 
holm, and Group 3, Reval, Libau, Riga, Abo, Hango and Helsing- 
fors. The new rates are as follows: 


Group I. Group II. 
Apples (green), box $0.60 $0.70 
Apples (green), barrel 1.50 1.60 1.70 
Babbitt and other typed metals............ *14.00 16.00 18.00 
Condensed and evaporated milk 4 .50 .60 
Glucose 55 
Heavy grain 

Lubricating oil, malt, wax and grease 

Oatfeed and cattle feed 

Shoes 

Powdered milk 

Provisions 

Refined oil, cases F e: 
Refined oil, barrels al .60 
Rye meal 9.00 
Vulcanized fiber 1.00 


*Per 2,240 lbs. Per cu. ft. 

Relief goods.—Clothing, hospital supplies, blankets, canned goods 
and similar commodities shipped by recognized relief organizations to 
Group III, 40¢ a cubic foot. 


OCEAN SHIPPING FIGURES 


E. S. Gregg, chief of the transportation division of the 
Bureau of Foreign and Domestic Commerce of the Department 
of Commerce, has issued the following analysis of the volume 
of trade in ocean shipping in August: 
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Due to larger imports, the total inward and outward volume of 
trade was 5,302,173 long tons in August, aS compared with 5,283,284 
tons in July, according to information supplied the Bureau of Foreign 
and Domestic Commerce by the Statistical Department of the Ship- 
ping Board. While the totals are not absolutely inclusive, the percent- 
age of error is negligible. Imports, excluding oil, increased 258,363 
long tons during August, and were larger than in June, but less than 
half the record for October, 1920. Foreign ships carried 56 per cent 
of the total imports, as compared with 54 in July, the highest previ- 
ous percentage in the 14 months for which records are available. 
Independent vessels brought in 3 per cent less than in July, and 
Shipping Board vessels 1 per cent more. Foreign lines are slowly in- 
creasing their hold upon our import trade. 

Exports, excluding oil, declined 239,474 long tons during August, 
but were larger than in any of the first five months of 1921, and 
still compare rather favorably with the summer of 1920. Independent 
American ships carried 5 per cent more than in July, and a larger 
percentage than in any of the months for which information is at 
hand. Foreign ships handled 3 per cent less than in the previous 
month, and Shipping Board vessels 2 per cent less. ore 

Imports of oil shipped in bulk reached the low figure of 467,479 
long tons in August, as compared with 849.899 tons in July and 1,802,- 
580 in November, 1920. Of the August total, independent American 
ships transported 71 per cent, a decrease from July, but an increase 
over last summer. Shipping Board tankers, which carried 35 per cent 
in July, 1920, brought in only 9 per cent in August, 1921. The per- 
centage carried in foreign vessels has increased from 4 in July, 1920, 
to 20 in August, 1921. : 

Exports of oil carried in tankers increased to 480,230 long tons in 
August, as compared with 464.974 tons in July, 1921, and 308,534 in 
July, 1920. Independent American tank ships carried 16 per cent 
less in August than in July of the present year, the smallest per- 
ecntage of any month for which figures can be obtained. Foreign lines 
handled 73 per cent of the oil shipped in bulk in August, as compared 
with 58 per cent in July and 49 per cent in March, 1921. 


SHIPPING BOARD APPOINTMENT 
Frank W. Relyea has been appointed by the trustees of the 
United States Shipping Board Emergency Fleet Corporation aS 
district manager of the San Francisco office to succeed H. H. 
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Ebey, who resigned. This district includes all California and 
Oregonian ports. He wil have charge of all government shipping 
business under his jurisdiction and his wide experience in mar- 
ine, railroad and commercial lines will be an invaluable aid to 
ithe Fleet Corporation as well as to the steamship operator. He 
was formerly traffic manager of the United American lines. 


S. P. STEAMSHIP OWNERSHIP 


The Trafic World Washington Bureau 


The Houston Chamber of Commerce, Houston Harbor Board, 
and the City of Houston, through H. H. Haines, their attorney, 
have asked for a reopening of No. 6606, In the matter of the 
ownership of the Southern Pacific Steamship Lines, so that they 
may join the Southern Pacific in its supplemental application 
for permission to extend the service of its steamship line to 
Houston. Specifically the Houston interests desire to support, 
instead of opposing, the application of the Southern Pacific, 
dated October 31, 1919, for permission to operate between addi- 
tional ports, one of which is Houston. 

This change of front, the application says, is due to a change 
of conditions. It says that since the opinion and decision ren- 
dered by the Commission conditions have changed so materially 
that the petitioners desire to change the position they assumed. 
It further says that under the changed conditions the service 
proposed by the Soutehrn Pacific in its supplemental petition, 
submitted only a few months ago, would be in the interest of the 
public and to the advantage and convenience of the people and 
commerce at this time and would not exclude or prevent com- 
petition on the routes by water. 

The petition further alleges that there is now no sufficient 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c: 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street. Chicago. TI. 























POSITION WANTED—As Claim Agent, Chief Clerk or personal 
correspondent to official, railroad or industrial; aged 40; married; fif- 
teen years’ general railroad office experience; Mississippi River to east 
coast; now in general claim office; object, 


( future. 
Treffic Werld. Chicego. 


Address M. G., 


WANTED—Posit.on as Traffic Manager or Assistant with manu- 
facturing or commercial organizaticn by man of executive ability. 
Age 30, married; ten years’ experience, both railroad and industrial; 
familiar with rates in all territories. Capable of handling all 
matters pertaining to transportation. Address O. F. F. 397, Traffic 
Wold. Chicago. 








_ FOR SALE—Cancelled Freight Tariffs suitable for auditing Freight 
Bills. Address O. H. N. 395, Traffic World. Chicago. 








Acquire an Expert Knowledge of 


TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come wu in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 

: ities and traffic executives. Write for catalog and 
low cost monthly payment plan. 


LaSALLE EXTENSION UNIVERSITY 
Department1195-T CHICAGO, ILLINOIS 
The Laraest Business Training Institution in the World 


CAMPBELL TAGS 


are made by a factory with an ideal. 
The one big aim of our organization 
is to absolutely satisfy our customers. 
That is why we put so much effort 
into manufacturing tags that are ab- 
solutely reliable. Ask for samples 
and prices. 













Campbell Paper Box Co. 


SOUTH BEND, INDIANA 






TRAFFIC WORLD 
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HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 


typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 


WOOD BOXES 


Are the Safest Containers 


We Manufacture Only 

Quality Containers for 

Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 


Phone Main 2210 














“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


Los Angeles (Wilmington) 
San Francisco, Portland, 
Seattle and Tacoma 


Through Bills of Lading issued to San Diego, Oakland, 
Stockton and Sacramento, Cal.; Astoria, Ore.; Tacoma, 
Wash.; Puget Sound, Hawaiian and Far East Ports 








For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
11 Water St., New York 


Telephone, Bowling Green, 7394 
Philadelphia, Pa. , Pittsburgh, Pa. 
Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 


| cnseainendiieniiianianietiadadtiemasiiaaaiiinbiiaes’ 


Baltimore, Md. 
Keyser Building 
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or adequate steamship service between Houston and the Atlantic 
ports and that the convenience and commerce of the people of 
the port of Houston and territory served thereby demand and 
require the establishment of the facilities proposed by the South- 
ern: Pacific in its supplemental application. Another allegation 
is that the service proposed between Houston and other Texas 
ports and ports on the Atlantic coast would not conflict with the 
amendment to the Panama canal act which forbids railroad 
ownership of steamship lines in such a manner as to restrict 
the movement of interstate commerce in coastwise traffic in the 
interest of parallel rail lines. 

In the last assignment of reasons why the Commission 
should permit the establishment of the additional service Hous- 
ton interests aver that that should be done “because the Com- 
mission erred in its previous finding that the proposed service 
would be in conflict with the Panama Canal act.” 


ABANDONMENT AND CONSTRUCTION 


The Trafic World Washington Bureau 


Reflecting opposition in Georgia to orders of the Commission 
authorizing abandonment of railroads in that state, Senator Har- 
ris has introduced a bill (S. 2659) providing for amendment of 
paragraph 20 of section 1 of the interstate commerce act so that 
a year’s time would elapse before a carrier could put into effect 
permission from the Commission to abandon or construct a line 
of railroad. The senator said several hundred miles of short-line 
railroads in Georgia were being abandoned or were in danger of 
being “junked” and that it was his view that if twelve months 
elapsed before a railroad could abandon a road, after having 
obtained the permission of the Commission, the people living 
along the road could arrange their plans to meet the abandon- 
ment or arrange to continue operation of the road if it were a 
question of financing. 


COMMISSION ORDERS 


The order in No. 11028, Lake Superior Paper Co., Ltd., et 
al. vs. Director-General, Ahnapee & Western et al., has been 
modified so as to become effective December 20 instead of No- 
vember 28. 

The complaint in No. 13104, Brazil Clay Co. et al. vs. C. I. 
& L. et al., has been amended by making the New York Central 
and Chicago, Milwaukee & St. Paul additional parties defendant. 

The Commission has reopened No. 8418, Railroad Commis- 
sion of Louisiana vs. Aransas Harbor Terminal Ry. et al. 
(Shreveport case), and affiliated cases for the purpose of con- 
sidering the reasonableness, relationship and propriety of the 
class rates between Beaumont and Orange and between Beau- 
mont and Liberty, Tex. 

The order in No. 10500, Corporation Commission of North 
Carolina vs. Director-General, A. C. L. et al., and No. 10515, 
Raleigh Chamber of Commerce, Inc., et al. vs. Director-General, 
S. A. L. et al., has been further modified so as to become effective 
January 1 instead of November 28. 

The Mary Murphy Gold Mining Company has been per- 
mitted to intervene in Finance Docket 1572, application of the 
Colorado & Southern for a certificate of public convenience 
and necessity authorizinng the abandonment of its Buena Vista 
Romley line of railroad. 

The American Sugar Refining Company has been permitted 
to intervene in No. 13098, Arbuckle Bros. et al. vs. Ann Arbor 
et al. 

The National Federation of Co-operative Live Stock Ship- 
pers has been permitted to intervene in No. 12630, the National 
Live Stock Exchange vs. A. T. & S. F. et al. 

The Castile Mining Company, Charcoal Iron Company of 
America, Dunn Iron Mining Company, the Montreal Mining 
Company, Republic Iron & Steel Company, Townsite Mining 
Company, and the Wakefield Iron Company have been dismissed 
as parties complainant in No. 12071, Adriatic Mining Co. et al. 
vs. C. & N. W. et al. The above mentioned companies and 
the Hayes Mining Company have, however, been permitted to 
intervene in this case. 

The New Orleans Joint Traffic Bureau has been permitted to 
intervene in No. 12784, Southeastern Express Co. vs. American 
Ry. Express Co. 

The Alpha Portland Cement Co., Lehigh Portland Cement 
Co., Marquette Cement Mfg. Co., and Sandusky Cement Co. have 
been permitted to intervene in No. 13061, Universal Portland 
Cement Co. vs. A. T. & S. F. et al. 

The Flora Bell Mining Co. and the town of St. Elmo, Colo., 
have been permitted to intervene in Finance Docket 1572, In 
the matter of the application of the Colorado & Southern Ry. 
Co. for a certificate of public convenience and necessity author- 
izing the abandonment of its Buena Vista Romley line of railroad. 

The National Federation of Co-operative Live Stock Shippers 
has been permitted to intervene in No. 13107, the National Live 
Stock Exchange vs. A. T. & S. F. et al. 

The Oregon Growers’ Co-onerative Association has been per- 
mitted to intervene in No. 12680, American Fruit & Vegetable 
Shippers’ Association et al. vs. American Ry. Express Co. et al. 
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NO GUARANTY TO REFRIGERATOR CO. 


The Trafic World Washington Bureau 


In Finance Docket No. 383, in the matter of the application 
of the Chicago, New York & Boston Refrigerator Company for 
a partial payment under section 209 of the transporation act, 
1920, the Commission has decided that the company is not sub- 
ject to the guaranty provisions of section 209 and has dismissed 
the application. 

The issues in this case were set forth in detail in The 
Traffic World of October 1, p. 668, under the heading ‘‘Guaranty 
for Refrigerator Co.” 

The Commission said it had “heretofore regarded this 
claimant, and others engaged in the same or similar enterprises, 
as private car lines and not as common carriers.” 

After reviewing the activities of the company, the Com- 
mission said: “The claimant does not own or control any 
motive power, roadbed, track, does not file with us annual or 
monthly reports, does not publish any tariffs, or participate in 
their publication, and does not collect freight charges for its 
own account. Shippers of refrigerator traffic pay charges in 
accordance with the governing tariffs of the railway companies 
over whose lines the traffic moves. The cars are under the 
control of the railroad companies while on their respective lines, 
subject only to the requirement that they are not to be diverted 
from established routes or loaded eastbound with any local 
freight of the railway companies, or loaded at all with any 
freight which will tend to injure such cars or render them unfit 
for the carriage of refrigerator freight. It is conceded the 
claimant is not a railroad company.” 

The Commission said that under the definition of “carrier” 
in section 209 the meaning of that word was limited to ‘a car- 
rier by railroad or partly by railroad and partly by water,” 
and “a sleeping car company,” and that that definition deprived 
it of authority to certify a payment under the guaranty to any 
claimant which could not bring itself clearly within one of those 
terms. It said it could not agree with the claimant that it is 
a carrier by railroad within the meaning of section 209 because 
it is engaged in the carriage of freight over and by means of 
railroads and because to all intents and purposes it is a part 
of the Grand Trunk Railway, which owns the capital stock. 
Obviously, the Commission said, the company “lacks many 
essential characteristics of a carrier by railroad.” 


The Trafic World Washington Bureau 


Senator Sheppard, of Texas, has introduced a bill (S. 2631) 
“to encourage motor transportation in the United States,” by 
creating a National Highway Motor Transportation Board, to be 
composed of the Secretary of War, the Attorney-General, the 
Secretary of Agriculture, the Secretary of Commerce, and the 
chairman of the Interstate Commerce Commission. The Dill 
provides: 


That when it shall be shown to the satisfaction of the board (a) 
that a corporation is in process of organization within a state, terri- 
tory or the District of Columbia, by reputable and reliable persons for 
the purpose of operating a highway motor transportation route at 
least fifty miles in length, (b) that the plans, resources, capital stock, 
rates, personnel, material, and probable business of such corporation 
are, or will be, of such nature or amount as to offer reasonable hope 
of success, (c) that the laws of the State, Territory or District in 
which the route is to be operated provide proper protection for the 
permanent operation of the corporation and proper construction and 
maintenance of the highway or highways to be utilized by the corpora- 
tion, the board for and in the name of the Government of the United 
States shall subscribe the last fourth of the capital stock of the cor- 
poration remaining unsubscribed: Provided, That application for such 
subscription shall have first been made in writing by the stockholders 
of the corporation over verified signatures. 

That the amount paid for such Government stock shall constitute 
a loan from the Government to the corporation, repayable with in- 
terest at the rate of 5 per centum per annum in ten annual install- 
ments, the first installment to be due five years after date of sub- 
scription, repayment of total amount advanced including interest to be 
guaranteed by a bond satisfactory to the board. 


The bill appropriates $7,200,000 for the purchase of stock as 
provided, and $100,000 is appropriated to enable the board to 
obtain such expert assistance as it may deem advisable in carry- 
ing out the act. 


CHANGES IN DOCKET 


Argument in Valuation Docket 4, In the matter of the valua- 
tion of the property of the K. C. S. Ry. Co., and Valuation Docket 
26, In re San Pedro, Los Angeles & Salt Lake R. R. Co., assigned 
for November 1, 2 and 3 at Washington, was postponed to a date 
to be hereafter fixed. 

Hearing in 12946, Charles Harley Co. vs. Director-General, 
assigned for November 3 at San Francisco, was canceled. 

Docket No. 12066, shown last week as set for argument in 
Washington October 31 and before that as set for October 30, 
should have been shown as set for October 20. The Commis 
sion’s record contained a typographical error. 

Argument in 10457, Boston Chamber of Commerce et al. VS. 
Director-General, Grand Trunk, et al., assigned for November 
4 at Washington, D. C., was canceled. 
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REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 

and 

QUEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG Hap oo DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building. CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 






Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports in 
Mexico, Guatemala, Salvador, Nicaragua and Cuba 


S. S. Colom bia sails from Baltimore November 7th 
S.S. Ecuador sails from San Francisco November 21st 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-one days 


TRANS-PACIFIC SERVICE 


**The Sunshine Belt to the Orient’ 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight oo by new and luxurious U. S. Ship- 
ping Board 21,100-ton displacement, 1744-knot, steamers S. S. 
Golden State (November 5th); S. S. Hoosier State (Decem- 
ber 17th); S. S. Empire State (February 7th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 


Passenger and freight sailings monthly by new and commodious 
U. S. Shipping Board 20,000-ton displacement steamers S. S. 
Granite State (November |8th): S. S. Creole State (Decem- 
ber 19th); S. S. Wolverine State (January 15th). 


Through bills of lading issued to and from points beyond ports of call 

For rates and other information apply to any railroad or tourist agency, or to 

General Passenger and Ticket office: 621 Market St., San Francisce 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 





Fortnightly 


Sailings NAWSCO LINES 


THE TRAFFIC WORLD 


loys is 








Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship” 


New Orleans & 


South American S.S. Co. 
INCORPORATED 





Pacific— Caribbean — 


Gulf Line 


Steel Steamers 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 


GALVESTON 
MOBILE 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast 
Ports via Panama Canal 


SS ALVARADO from the Gulf about November 12th 
SS DELCO = — va Late November 
SS OSAGE 5 = = - December 24th 
SS ELDORADO ‘*“ = ee January 25th 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 


AGENTS 


Steele Building, New Orleans, La. 
OFFICES ALSO AT 
Steele Bldg. 
Galveston, Texas Texas City 
430 Sansome St. 
San Francisco, Calif. 


50 Broad St. 
New York City 


100 A-1 Steel 
Steamers 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


BOSTON, MASS. 
PHILADELPHIA, PA. and 
PORTLAND, ME. 


SAN DIEGO 
LOS ANGELES 
SAN FRANCISCO 


OAKLAND SEATTLE 
ASTORIA TACOMA 
PORTLAND VANCOUVER 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U. S. Shipping Board Ships 


136 South 4th Street, Philadelphia 
98 Exchange Street, Portland 


111 Summer Street, Boston 
2 Stone Street, New York 


or, ADMIRAL LINE, Pacific Coast Ports 


601 Bessemer Building, Pittsburgh 
142 South Clark Street, Chicago 


947 





















































































































































































































Personal Notes 





pose b 


Harold H. Orvis, traffic manager for a number of lumber 
wholesalers of the United States and Canada, has moved his 
offices from Hackensack, N. J., to New York. Eugene L. Orvis, 
commerce attorney, is the other member of the firm. 

P. C. Sprague, general freight agent for the Pennsylvania 
System, southwestern region, at St. Louis, will become traffic 
manager for M. A. Hanna & Co., of Cleveland, November 15. 

E. E. Laffiteau has been appointed traveling freight and 
passenger agent for the Merchants’ and Miners’ Transportation 
Company, at Savannah, Ga. 

F. L. Hanna has been appointed assistant general freight 
and passenger agent for the A. T. & S. F. Railway, coast lines, 
at Phoenix, Ariz., vice F. P. Cruice, who has been assigned to 
other duties. N. H. Asp has been appointed division freight and 
passenger agent for the same road, at Fresno, Cal., to succeed 
Mr. Hanna; and W. J. Shattuck has been appointed division 
freight agent to succeed Mr. Asp, at Oakland, Cal. 

E. S. Brissey has been appointed commercial agent for the 
Kansas, Oklahoma & Gulf Railway, and the K. O. & G. Rail- 
way of Texas, at Chicago. 

William R. Moore, formerly traffic manager for: the Cumber- 
land Chamber of Commerce, Cumberland, Md., has been ap- 
pointed traffic manager for the Ideal Cocoa & Chocolate Co. and 
the Listerated Gum Co., New York City. 

The New York Central has announced the following ap- 
pointments: J. F. Dyas, general agent, passenger department, 
Omaha; A. C. Huggins, general agent, freight department, New 
Orleans; M. A. Greding, general agent, freight department, 
Dallas, Tex. 

David L. Ewing has become associated with Norton, Lilly 
& Co., steamship agents, Chicago. 

W. O. Sydnor, Jr., has been appointed commercial agent for 
the Chesapeake & Ohio lines, at Wilmington, N. C. 

A. W. Huggard has been appointed traveling freight agent 
for the Norfolk & Western Railway, at New York City. 


DOINGS OF THE TRAFFIC CLUBS 


The annual meeting for the election of officers, directors, 
and nominating committee members, of the Traffic Club of New 
England, will take place at the Copley-Plaza Hotel, Boston, De- 
cember 12. 

At the recent annual election of officers of the Traffic Club 
of St. Louis, S. S. Butler, freight traffic manager of the St. L.- 
S.F., was elected president. Other officers chosen were as follows: 
Secretary, Sherman E. Wilson, assistant traffic manager, the W. T. 
Ferguson Lumber Co.; treasurer, Geo. S. Siddons, A. B. & A. 
R. R.; vice-presidents, John C. Iselin, traffic manager, The Black- 
mer Post Pipe Co.; O. Van Brunt, traffic manager, The Cer- 
tainteed Products Corporation; C. W. Clarke, general agent, 
Erie Railroad; B. H. Dally, assistant general freight agent, 
Pennsylvania Railroad; H. C. Mitchell, treasurer, Bolz Cooperage 
Corporation. Board of Directors for two years: A. F. Versen; 
J. L. Power, traffic manager, Simmons Hardware Company; E. 
W. Schrimpf, traffic manager, Illinois Glass Company, Alton, IIl.; 
C. P. Bowsher, district freight agent, M. K. & T. Railroad; 
A. L. Browne, general agent Manufacturers Railway. The new 
officers will be installed at a meeting to be held December 6. 


The November meeting and dinner of the Traffic Club of 
Philadelphia will be held at the Bellevue-Stratford Hotel, Novem- 
ber 14. Amendments to the club constitution will be considered 
and a nominating committee elected. 


A, T. Perkins has filed an application with the Commission 
asking authority to continue to act as president and a director 
of the Chicago, Milwaukee & Gary and of the Apalachicola 
Northern. George H. Williams asked authority to serve as 
vice-president, general counsel and a director of each of the 
companies named above. R. R. Tompkins asked authority to 
serve as asSistant secretary and a director of each of the com- 
panies named. 

William F. Peter filed an application asking authority to 
serve as assistant general counsel of the Chicago, Rock Island 
& Pacific Railway Company, as a director of the Burlington, 
Cedar Rapids & Northern, as a director of the Chicago, Terre 
Haute & Southeastern and as valuation counsel of the Minne- 
apolis & St. Louis. 

The Manufacturers Railway Company of St. Louis filed an 
application asking that certain of its officers be permitted to 
serve as officers of the St. Lovis & O’Fallon Railway Comnarv. 

The Atlantic Coast Line has filed an application on behalf 
of certain of its directors and officers asking for suspension as 
to them ofthe provisions of paragraph 12 of Section 20a of the 
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interstate commerce act which prohibit interlocking directorates 
of railroad companies without permission of the Commission. 

Thomas DeWitt Cuyler, a director of the Pennsylvania, 
Long Island, Santa Fe, New York, New Haven & Hartford, the 
New York, Ontario & Western, and the Rutland, filed a similar 
application as to himself. 

W. B. Brooks has asked permission to serve as director and 
vice-president of the Maryland & Pennsylvania and as director 
and president of the Canton Railroad Co. 

The Waterloo, Cedar Falls & Northern and the Kansas 
City Northwestern Railway filed an application on behalf of 
Louis 8. Cass, president; Mrs. Francis Hohl, assistant secre- 
tary, and Charles E. Picket, general counsel, asking that those 
named be permitted to hold the same positions in both com- 
panies. 

The Atchison, Topeka & Santa Fe, on behalf of its officials 
holding positions in more than one railroad company; Richard 
Billings, president and director of the Woodstock Railway Com- 
pany and a director of the Boston & Maine; and Charles Hay- 
den, director and chairman of the board of directors of the 
Chicago, Rock Island & Pacific Railway Company, and also a 
director of the Nevada Northern Railway, the Pere Marquette, 
the American Railway Express Company, and the Minneapolis 
& St. Louis, have filed applications with the Commission asking 
suspension of the provisions of the transportation act prohibit- 
ing interlocking directorates on and after January 1, 1922, unless 
permission is granted by the Commission. 

The Ann Arbor Railroad Co. has filed two applications with 
the Commission asking that the provision in the transportation 
act with respect to interlocking directorates be suspended as 
to its officials who hold positions in other railroad companies. 


MOVIE FILM TRAFFIC MEN ORGANIZE 


One of the outgrowths of the recent threatened general rail- 
road strike was the formation by the National Association of 
the Motion Pitcutre Industry, Inc., of an emergency national 
traffic organization, which was to have taken care of the ship- 
ments of film via motor truck, trolley line and water in case 
of a tie-up of the railroads. Since the passing of the emergency 
it has been decided to make this nation-wide traffic organization 
permanent, so as to be prepared for any emergency which may 
arise in the future. A special bulletin has been sent out from 
the heacquarters of the transportation committee of the National 
Associaticn, of which P. H. Stilson, of the Famous Players Lasky 
Corporation, is chairman, containing the personnel of the traffic 
organization in each exchange center and containing, also, in- 
structicns for shipping film and accessories via emergency con- 
veyance in the event of any future interruption to railway service. 


DISTRICT COMMISSION OFFICES CLOSE 
The Trafic World Washington Bureau 


A reorganization of the engineering, accounting and land 
sections of the Bureau of Valuation of the Commission is being 
carried out, as the result of the valuation work having been 
brought to the point where the greater part of it can now be 
handled directly from Washington. The district offices of the 
bureau are being closed and the engineering board will be 
abolished. 

H. M. Jones, formerly district engineer at Chattanooga, has 
been appointed supervising engineer at Washington. He will 
have a staff of engineers under him. The field work has prac- 
tically been completed. The Kansas City, Chattanooga and San 
Francisco offices of the bureau have been closed; the office at 
Chicago will be closed November 30. The closing of these 
offices will mean the removal of about 300 employes to Wash- 
ington. The services of the valuation attorneys will be dis- 
continued about November 15. 

The bureau has appointed C. C. Witt, former district engi- 
neer at Kansas City, as assistant supervising engineer at Wash- 
ington. W. D. Pence, district engineer at Chicago, has re- 
signed, effective November 30. Others who have resigned are 
R. A. Thompson, of the San Francisco office, and Edwin F. 
Wendt, of the Washington office. 





COMBINATION COMMODITY RULE 

Eugene Morris, chairman of the Central Freight Association, 
announces that the combination commodity rule covered by C. F. 
A. Tariff Bureau Tariff No. 228, I. C. C. U. S. 1, will be cancelled 
February 1 next, instead of January 1, on 60 days’ natice. “This 
postponement,” he says, “was necessary because it developed 
that it was impossible to work out all details in time to permit 
the 60 days’ notice of cancellation to be given.” 


ALASKA RAILROAD EXTENSION 


The Alaska Anthracite Railroad Company has applied to the 
Commission for a certificate of necessity authorizing the im- 
mediate extension of its main line from its present completed 
terminus on Canyon Creek to a point 1%, miles in a northeasterly 
direction now designated by the Alaska Pacific Coal Company as 
a loading point. 
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The Kansas City Southern Ry. 


PORT ARTHUR ROUTE 
Shortest _ Line to the Gulf 


Ry. MWESTVILLE 
Ay 
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T. SMITH Pr e, 
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; = a “Tittle Rock 
OKLAHD 3 
HEAVENERY 
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Vidalia’ 
daly 


HORNBECK® 


x A SY LEESVILDED 


PICKERING ° 


NORI HBOUND TRAFFiC 


Kansas City Southern short line from all points on its line, also 


from NEW ORLEANS, HOUSTON, GALVESTON 
all points East Texas and Louisiana 


TO KANSAS CITY 
One Through Manifest Train from Port Arthur, Beaumont and 


Lake Charles each day, making third morning delivery in Kan-_ 


sas City. 
Two Through Manifest Trains from points Shreveport and 
north, making second day delivery in Kansas City. 

We are the largest handlers of 
. RICE, SUGAR, COFFEE 
from this producing territory to Kansas City and points beyond 
and via our various connections south of Kansas City to their dis- 
tributing territory. Special attention given to these commodities. 


ROUTE YOUR TRAFFIC CARE 
The Kansas City Southern Ry. 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice-Pres. 
Kansas City, Mo. Kansas City, Mo. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 





American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston Phila. New York 


Be, VO. vicccviecsnecce enewes Nov. 5 Nov. 10 
S.5. MEENNBOOTAN 3 .cccccceces eee Nov. 17 
ee SE coos c.cceesecensees sabaews Nov. 19 Nov. 24 
et EI oekseviswewsese ee Dec. 1 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
S.S. *MOUNT CARROLL  ....... ese ceee ee eeeeeeeeeees Nov. 10 
ee I ccin cin ccecinesaiesiniswsiow one eewewer woe ewinwwe Nov. 17 
8.S. Peg pila SEY -d:cnn.osoocewes nie neewe <ionenwennia Nov. 24 
ere er ere ee Dec. 1 
8.s. MOUNT See ee ee ee Dec. 8 
eles, FU OED 5i056:'5.0.0'0:0 6.010 00.09.0:0'019'015.00 Wie be010 Dec. 15 


*Carries third-class passengers. 
+Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO HAMBURG AND BREMEN 


S.S. SUDBURY (via Baltimore and Norfolk)........... Nov. 16 
S.S. CALLISTO (Hamburg only—via Baltimore)....... Dec. 10 


BOSTON TO HAMBURG AND BREMEN 
S.S. DEUTSCHFELD (Hamburg only—via Baltimore) ...Nov. 29 


S.S. CLARKSBURG (via Baltimore and Norfolk)....... Dec. 22 
BALTIMCRE TO HAMBURG AND BREMEN 
S58. CELABRS Cee Ovi IOPIOEED 6 oc ccciccccecesicceses Nov. 10 
Oe a Re errr ee Nov. 24 
S.S. DEUTSCHFELD (Hamburg only)...........eecees Dec. 8 


NORFOLK AND NEWPORT NEWS TO HAMBURG 
AND BREMEN 


Se: EI 5.5.5. piwcarscorpaig-elawia wows Srokseaeeecaee Nov. 12 

NE cre ciéip.6.4' wwii s Soieiorewasee@avee swine ateiewinwig Nov. 26 

ee See 5 056s Sie eis tn Sea ess ceathbe SeeSuas Dec. 31 
NEW ORLEANS TO HAMBURG 

i MENINIIIN, 855.0, sci cscicicrs lane satyntenntedeeumaiobelaecid ie Gaia Early November 

Es ENE scvicwornarstr wbeaeamicawabieie sere Early December 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
DA TE TD | chia c ain d5 G5 sab aewiiwscdindeekioce Nov. 25 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
Gi GR I Ge 059s seeees swatuossdeuabwetaase Nov. 25 
Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 





327 South LaSalle Street, Chicago Phone Wabash 4891 
BRANCH OFFICES 

40 Central Street, Bes‘on Phone Fort Hill 3084 

Bourse Bldg., Philadelphia Phone Lombard 7050 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 

















































































CLAYTON ANTI-TRUST ACT 


The Trafic World Washington Bureau 


The Supreme Court of the United States will review the de- 
cision of the Circuit Court of Appeals, which dismissed the ap- 
plication of the Federal Trade Commission for an order direct- 
ing the Fruit Growers’ Express, Inc., to cease and desist from 
its violation of the Clayton anti-trust law found by the Trade 
Commission to consist of contracts with railroad companies 
under which the latter agreed to use only the cars of the express 
company in the transportation of fresh fruits and vegetables. 

The Circuit Court held that the Federal Trade Commission 
had no jurisdiction because the eleventh section gives jurisdic- 
tion to the Interstate Commerce Commission in matters pertain- 
ing to common carriers for the enforcement of the third section 
of the Clayton anti-trust act. The Circuit Court said that the 
contract between a railroad company and a car-leasing com- 
pany is a matter pertaining to common carriers, because, among 
other things in that contract, the railroad companies agree to 
use only the cars of the Fruit Growers’ Express in the trans- 
portation of fruits and vegetables. 

In the view of the Federal Trade Commission exclusive con- 
tracts of all kinds constitute a violation of the Clayton law, be- 
cause they tend to decrease competition. 


DELTA SOUTHERN ABANDONMENT 


The Trafic World Washington Bureau 


The Commission has authorized the Delta Southern, the rail- 
roads of which have been operated by the Southern Railway in 
Mississippi, which is now known as the Columbus & Greenville, 
to abandon three pieces of railroad, constructed in 1906 and the 
following year and operated as branches of the Columbus & 
Greenville in the east central part of Mississippi, with a main 
line of 52.11 miles and spur tracks about six miles in length. 

The original cost of the lines that are to be abandoned was 
$950,688. Since their acquisition the Southern Railway has 
spent on them $1,126,912 chargeable to capital account, the last 
payment being $580,000 as interest on the bonds. 

In the middle of last January the Columbus & Greenville 
gave notice that it would not longer operate the branch lines. 
Notwithstanding that notice it continued to operate them until 
June 19, when the Columbus & Greenville was placed in the 
hands of a receiver, who discontinued the operation of the 
branches. 

The Southern owns all the stock of the Delta Southern and 
holds all its outstanding bonds, which it has pledged under the 
Southern’s development and improvement 4 per cent gold bonds. 
The Delta Southern, in its application for permission to aban- 
don its branch lines, says the effect would not be to decrease 
the value of its capital obligations. The branch lines have never 
paid even operating expenses. The property to be abandoned 
will be sold under a decree of the Federal Court for the southern 
district of Mississippi. One of the branch lines may be bought 
by citizens who think they can operate it successfully, but if 
no arrangement is made the physical property will be sold. 


LUMBER PENALTY CHARGE 


The Trafic World Washington Bureau 


A short hearing was had by Examiner Burton Fuller, Octo- 
ber 31, on I. and S. 1421, in which the Commission suspended 
the tariffs of the Clover Leaf and other carriers which proposed 
to cancel the $10 a day penalty charge on lumber held for re- 
consignment more than 48 hours. Three witnesses were heard, 
J. W. Graham, for the Clover Leaf; J. A. Berle, for the Alton; 
and W. B. Brown, for the Chicago, Peoria & St. Louis. Much 
of the time was devoted to arguments on law questions, Henry 
A. Middleton for the Clover Leaf making a motion to dismiss 
the proceedings because the right to suspend is dependent upon 
the initiation of a new rate, rule or regulation, in which case 
the burden of proof is upon the carrier making the proposal. 
He made that motion before offering Graham as a witness and 
.again at the close of the testimony. 


The railroads opposing the elimination and therefore sup- 
porting the suspension did not put in any testimony, but merely 
offered the record in the formal case in which the American 
Wholesale Lumber Dealers’ Association attacked the penalty, 
on which hearings were completed before the Clover Leaf filed 
the cancellation tariff. They were represented by George A. 
Allen, of the Pennsylvania, and Mr. Pierce, of the Erie, as mem- 
bers of a committee acting for the carriers other than those 
seeking the elimination. Joseph E. Davies and Franklin D. Jones 
appeared for the wholesale lumber dealers, who are trying to 
get rid of the penalty, and George N. Brown for the lumber in- 
terests that are trying to have it retained. The lumbermen ap- 
peared as interveners in the suspensions proceedings. 

Before Mr. Graham took the stand Mr. Middleton said he 
did not want it understood that by going forward in the case 
first, that he acknowledged the burden of proof to be on the 
Clover Leaf. He contended that mere withdrawal from a penalty 
tariff of that kind is not subject to suspension, if at all, under 
the part of the law authorizing the suspension of a new rate, 
fare, charge, rule or regulation. Mr. Graham testified that the 
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emergency to cover which the penalty was designed passed 
just about a year ago and that in the later part of October, 
1920, he wrote to Agent Fairbanks about cutting out the pen- 
alty. He said Fairbanks told him that he could not cancel the 
penalty before about December 15 and that inasmuch as it ex- 
pired by limitation on December 31, advised him to leave it 
alone. Graham said he acquiesced in that plan and did not 
know until early in January that formal attack had been made 
on the $10 rate. : 

“The complaint was filed in September. Wasn’t it?” asked 
Mr. Brown. The witness admitted that he had been told that 
that was the fact but he added that personally he did not know 
it until in January. 

“Notices from the Commission are served on you and the 
receiver. Are they not?” asked Brown, and the witness admit- 
ted that also to be the fact, yet he said he doubted whether Re- 
ceiver Ross knew about the complaint before January. 

The witness said he considered the penalty a discrimina- 
tion against lumber which could have been justified only during 
a car shortage and congestion in traffic. The reconsignment 
fee, he said, compensates the Clover Leaf for the work done to 
change the destination of the car, and the demurrage tariff 
takes care of the carrier’s interest in case of car detention. 

On cross-examination by Brown the witness admitted that 
he had proposed to cancel the penalty charge in an effort to 
obtain revenue for the Clover Leaf, which Graham also admitted 
was in receivership. Several times, during the direct exami- 
nation, the attorneys for the other railroads asked Mr. Middle- 
ton to make it clear on the record that Mr. Graham was speak- 
ing only for the Clover Leaf. 

Mr. Berle said that the Alton was not in favor of the elemi- 
nation but had been forced to make the cancellation to meet 
the competition of the Clover Leaf. The Chicago, Peoria & St. 
Louis also proposed the elimination to bring business to its 
rails. 


NEW ENGLAND DIVISIONS 


The Trafic World Washington Burean 


Attorneys for the New England railroads have asked the 
Commission to allow them to re-argue No. 11756, Bangor & 
Aroostook et al. vs. Aberdeen & Rockfish, commonly known as 
the New England division case. Their theory is that they can 
show the Commission that it misconceived the law when it 
held that it could not deal with divisions as a whole but would 
have to attack them atom by atom, as suggested by Commis- 
sioner Eastman in his dissent; that the Commission surprised 
them by saying in its report that they had not shown the Com- 
missioners that the divisions, when established, were but fair 
compensation for the service rendered, and that since their 
establishment complainants have been subjecetd to exceptionel 
operating expenses of a permanent character; and finally thai 
the general summary of conclusions by the majority Commis- 
sioners conflict with the great preponderance of the evidence. 

As to the first proposition, that the Commission cannot 
deal with divisions “as a whole,” the attorneys performed the 
“Yankee trick” of answering by asking why, if the Commission 
can deal with rates as a whole, it cannot deal with divisions in 
the same way? They said the Commission was empowered to 
deal with the rates as a whole so that all the railroads in a 
group, as a whole, should receive a fair return. They suggested 
that the New England roads are not receiving a fair return 
from the transportation they undertake jointly with their con- 
nections west of the Hudson, and, therefore, the law giving the 
carriers “as a whole” reasonable returns is not being carried 
out when the Commission denies fair and equitable divisions to 
the New England carriers. 

The New England attorneys said the Commission had mis- 
interpreted the position of their clients when it understood 
them to contend that all the petitioners were entitled to the 
same relief, and that unless all the New England carriers were 
entitled to the same relief no relief was claimed, nor could be 
granted to anyone. They pointed out that each petitioner had 
made a case for itself and the idea that the proceeding was 
just one case on behalf of all was a misconception. The form 
of having all proceed at one time, they said, was adopted merely 
to save time. 

As to coal, fresh meats and some other commodities as to 
which they did not ask relief, the New England carriers said 
they had refrained from asking on them because the testimony 
they were prepared to offer with respect to them was not fairly 
illustrative. They asked relief only as to rates which their 
testimony showed to be typical and illustrative. 





POMERENE BILL OF LADING ACT 


Senator Pomerene has brought to the attention of the Senate 
interstate commerce committee the bill (S. 2530) carrying 
amendments to the Pomerene bill of lading law with the re- 
quest that arrangements be made for hearings thereon at the 
next session of Congress, which begins December 5. He said 
those favoring enactment of the bill desired to have a hearing 
as soon as possible, but that he realized nothing could be done 
at the present session. 
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Keep the Man Going Who 
Keeps Industry Going 


What oil is to the machine, health 
is to the worker. The efficiency of 
both is essential to good business. 

An average of 2% years of productiv- 
ity would be added to the life of every 
individual who reaches the age of 17, 
if there were no fatal cases of tuber- 
culosis. The economic loss to America 
due to tuberculosis is more than 
$500,000,000 annually. 

It is your responsibility to combat 
this human and economic waste. 


Do it with Christmas Seals. 





Christmas Seal, 


The National, State and Local Tuberculosis 
Associations of the United States 





















General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
Suite 822 Victoria Building, St. Louis, Mo. 








I. L. BURLINGAME, President J. F. ROACH, 
W. E. McGARRY, Vice-Pres. and Gen’! Mgr. Manager Demurrage Dept. 
J. C. RYAN, Traffic Manager A. E. HAID, Counsel 






















These officers have had years of experience in railroad 
service and are in position to render expert service to ship- 
pers anywhere in the United States. 

We organize traffic departments for any business or com- 
mercial body, place high-class managers in charge and 
fully support it from our general office. 

We furnish consulting service to your Traffic Depart- 
ment, if you have one, or will give you expert traffic de- 
partment service if you cannot afford to have a department 
of your own. 

We furnish rates; routes; handle rate cases with rate 
committees; prepare and handle cases before the Interstate 
Commerce Commission, State Public Service Commissions, 
or in any Court. 

We trace lost or delayed shipments; assist in securing 
cars for loading; furnish embargo information, finding open 
routes or secure permits. 

We look after our clients’ business during railroad 
strikes, congestions, or other transportation emergencies. 

We audit freight and demurrage bills and secure refund 
of overcharges. 

_ Consultation service furnished on engineering problems 
involving plant locations, track layout, etc. 


Inquiries solicited. List of satisfied clients furnished on 
request. 




























































Reference: Union Station Trust Co., St. Louis, Mo. 
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North China 


Line 


Dairen 


General Offices 


FOR 





(Columbia Pacific Shipping Company) 
oe PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Yokohama, 
Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao and 


Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 
SS “VINITA” 
SS “WEST KADER” 
SS “WEST KEATS” 
SS “EASTERN SAILOR” January 23 


Portland « Shanghai, Manila =< Hongkong 

SS “‘WEST CAYOTt” 

Transhipment at Shanghai to American River steamers for 

Nanking, Pukow. Hankow and other open 
Yangtse River ports. 

FOR RATES AND OTHER INFORMATION APPLY 


Sudden & Christenson, General Eastern Agents 


44 Whitehall St., New York City 


or UNITED AMERICAN LINES, Agents 
327 South La Salle St., Chicago 


November 21 
December 12 
January 2 


December 17 


Columbia Pacific Siesing Company 


Board of Trade Building. Portland, Oregon 


Freight and Express Claims 


Against Common Carriers 


Loss, Damage, Injury, and Delay 


Can be turned into cash 


Your claims as long as they remain uncollected are a 
liability. Why not give them to us and let our attorney 
who has Specialized in this work for years make them 
an asset? Write us, call to see us, or phone us and 
‘we will have a representative call to see you and give 
you any information you may desire concerning our 
organization, our facilities for successfully doing this 


The Aard Agency 


Freight and Express Claim Collection Dept. 
J. V. DeLANEY, Attorney in Charge 


CHICAGO REFERENCES: 


Foreman Brothers Bank 
Central Trust Company 
Denney & Company 
Crutchfield, Woolfolk & Clore 
F. E. Nellis & Company 

M. Piowaty & Sons 

S. T. Fish & Company 


808 Westminster Bldg. 
110 So. Dearborn St. 


Chicago, Illinois 
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CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 

The average daily number of surplus freight cars in good 
order dropped below the 100,000 mark for the first time this sea- 
son in the period October 15-23, according to the weekly report of 
the car service division of the American Railway Association. 
The total was 99,971, as compared with 121,944 cars in the pre- 
ceding week, a decrease of 21,973 cars. 

The average daily shortage increased from 3,683 cars to 
6,795 cars. 

The surplus was made up of the following classes of equip- 
ment: Box, 24,704; ventilated box, 835; auto and furniture, 1,085; 
total box, 26,624; flat, 8,589; gondola, 35,410; hopper, 14,498; all 
coal, 49,908; coke, 5,369; S. D. stock, 5580; D. D. stock, 178; 
refrigerator, 462; tank, 406; miscellaneous, 2,855. 

The shortage was made up of the following classes of equip- 
ment: Box, 3.168; ventilated box, 5; auto and furniture, 12; 


total box, 3,185; flat, 94; gondola, 1,510; hopper, 506; S. D. stock, 
108; D. D. stock, 8; refrigerator, 1,370; miscellaneous, 14. 


The Trafic World Washington Bureau 


The railroads, in the week ended October 22, established a 
new record in revenue freight loading for 1921, the total number 
of cars loaded being 962,292, an increase of 56,258, as compared 
with the preceding week, according to the weekly compilations 
of the car service division of the American Railway Association. 
The loading was the largest of any week since October 30, 1920, 
but was below the corresponding week in 1920, when the total 
was 1,008,018. . 

There was an increase of approximately 2,500 cars over the 
previous week in the loading of grain and grain products, which 
was about 20 per cent above the loadings of the corresponding 
weeks of the two preceding years. The total loading for the 
weeks enced June 4 to October 22, both inclusive, show 1,101,458 
ears of this commodity loaded during 1921, as compared with 
807,257 and 896,781 cars in the corresponding periods of 1920 and 
1919, respectively. 

In the loading of live stock there was a continued gain and 
the largest number of cars—40,188—loaded since the week ended 
November 20, 1919. Coal loading rose to a new high level for 
the year and exceeded the loading of any week since December 
18, 1920. Advance reports for the week ended October 29 indi- 
cate an increase of about 5,000 cars, or a production of about 
10,800.000 tons. 

There was a further slight increase in coke loading. Ore 
loading made substantial gains in the Eastern and Allegheny 
districts. Merchendise, L. C. L., and miscellaneous loading made 
a new high record for the year and exceeded the loading of any 
week back to the corresponding period a year ago. 

Loading by districts in the week ended October 22 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grein and grain products, 11,212 and 5,951; 
live stock, 3,826 and 2.998; coal, 54,207 and 62342; coke, 2,194 
and 3,644; forest products, 4.560 and 7,150; ore, 2768 and 10.503; 
merchandise, L. C. L., 64632 and 50,090; miscellaneous, 95,411 
and 111.560; total, 1921, 238,810; 1920, 254.238; 1919, 240,685. 

Allegheny district: Grain and grain products, 3269 and 
2638; live stock, 3,734 and 3706; coal, 59.330 and 67,208: coke, 
2,537 and 7,022; forest products. 3.334 and 3.399; ore, 5775 and 
14.216; merchandise, L. C. L., 47,569 and 40679; miscellaneous, 
63,946 and 71,080; total, 1921, 189,494; 1920, 209,948; 1919, 206,751. 

Pocahontas district: Grain and grain products, 233 and 82; 
live stock, 457 and 356; coal, 25,696 and 23.517; coke, 202 and 
1,034: forest products, 1,248 and 1.710; ore (no report for week 
ended October 22), 209; merchandise, L. C. L., 5,698 and 5.456; 
miscelleneous, 4,202 and 4,927; total, 1921, 37,736; 1920, 37,291; 
1919, 37,807. 

Southern district: Grain and grain products, 3.584 and 
2690: live stock, 2339 and 2.010: coal, 29 289 and 28.490: coke, 
601 and 1,361; forest products, 17.250 and 18.851; ore, 451 and 
2.884; merchandise, L. C. L., 40.574 and 35792: miscellaneous, 
41,139 and 39,655; totel, 1921, 135.227; 1920, 131.733; 1919. 133.297. 

Northwestern district: Grain and grain products. 15969 and 

3 357; live stock, 10 370 and 10,144; coal, 12,575 and 12,096; coke. 

717 and 1,862; forest products, 11.860 and 14,204; ore, 12,509 
and 41,507; merchandise, L. C. L., 29.084 and 28,906; miscella- 
neous, 41,737 and°42,025; total, 1921, 133,871; 1920, 164,101; 1919, 
151,136. 

Central Western district: Grain and grain products, 13,095 
and 10.668; live stock, 15,895 and 13 324; coal. 25.209 and 25,048; 
coke, 216 and 493; forest products, 7,516 and 6.852; ore, 738 and 
3071; merchandise, L. C. L., 32.552 and 31.767; miscellaneous, 
59,122 and 49.839; total, 1921, 154 343; 1920, 141.057; 1919, 144,019. 

Southwestern district: Grain and grain products, 4,539 and 
4,094; live stock, 3.567 and 2.649; coal. 5.913 and 7,254; coke, 180 
and 171: forest products, 7,658 and 7,588; ore. 945 and 632; mer- 
chandise L. C. L., 16,F81 and 17664; miscellaneous, 33,428 and 
30,398; total, 1921, 72,811; 1920, 70,450; 1919, 63,356. 

Total, all roads: Grain and grain products, 51,001 


and 39,- 
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480; live stock 40,188 and 35,187;. coal, 212,219 and 225,950; coke, 
6,647 and and 15,587; forest products, 53,426 and 59,754; ore, 
23,186 and 73,022; merchandise, L. C. L., 236,640 and 210,354; 
miscellaneous, 338,985 and 349,484; total 1921, 962,292; 1920, 1,008,- 
818; 1919, 977,051. 


OPERATING STATISTICS 


The Trafic World Washington Burcau 


In a report on freight and passenger service operating sta- 
tistics covering 165 Class I steam roads, exclusive of switching 
and terminal companies, for August and the eight months ended 
with August, the Commission shows that for August there were 
30,387,000,000 net ton-miles, as against 42,734,000,000 in August, 
1920. The average number of freight cars on line daily was 
2,452,046, as against 2,468.262 in August, 1920, and the number 
of cars stored totaled 207,799 in August, as against 1,616 in 
August, 1920. 

The car-miles per car-day amounted to 22.7 in August, as 
against 27.5 a year ago. Net tons per loaded car totaled 27.4, 
as against 29.8 in August, 1920. Net tons of coal consumed in 


road service amounted to 5,591,866, as against 7,463,124 in Au- 
gust, 1920. 


In the passenger service the passenger train car-miles to- 
taled 302,892,000 in August, as against 324,561.000 in August, 


1920. Net tons of coal consumed totaled 2,479,005, as against 
2,768,783 in August, 1920. 
999 . 


In the eight months ended with August there were 222, 


345,000,000 net ton-miles, as against 293,856,000,000 in the eight 
months of 1920. 


The average number of freight cars on line daily amounted 
to 2,420,628, as against 2,491,968 in the 1920 period, and the 
number of cars stored totaled 302,303 in the 1921 period, as 
against 7,528 in the 1920 period. Car miles per car-day amounted 
to 21.7, as against 24 in the first eight months of 1920, and the 
net tons per loaded car totaled 27.9, as against 28.8 in the 1920 
period. Net tons of coal consumed amounted to 45,248,013, as 
against 58,417,602 in the 1920 period. 

In the passenger service the passenger train car-miles to- 
taled 2,312,970,000 in the 1921 period, as against 2,360,432,000 in 
the 1920 period. Net tons of coal consumed in the passenger 
road service amounted to 20,538,315 in 1921, as against 22,299,001 
in the 1920 period. 


CAR SUPPLY SUMMARY 


In his summary of general conditions at the end of October, 
M. J. Gormley, chairman of the car service division of the 
American Railway Association, said: 


Box ears: Surplus plain box cars in good order at the end of 
September were 25,860, a decrease of 35 per cent in the previous two 
weeks. The shortage reported was 1,907 cars, as against 3,178 cars 
two weeks before, indicating a better distribution of available cars. 
Box car loading continues heavy in the West and South, with some 
increased demand in other sections. Give special attention to observ- 
ance of Car Service Rules in furnishing cars for loading. 

Automobile Cars: Further decrease in surplus reported. Cars of 
this type should be worked home or into automobile-producing terri- 
tory- as requirements may necessitate. 

Ventilated box cars: Demand increasing. 
ers unless other special instructions in effect. 
freight except in direction of home. 

Stock cars: Loading continues to increase. Return cars to owners 
promptly and report any surplus available for general distribution. 

Refrigerator cars: Loading of fruits and vegetables in California. 
Colorado and the northwestern states for the first twenty days of 
October was over forty per cent in excess of last year, and is running 
well ahead of September. This is being accomplished with less cars 
than were available a year ago. This makes it essential that ever) 
available car be used; that bad order cars be repaired; that the move- 
ment of empties as well as loads be expedited; that refrigerators be 
not used for dead freight, and that all terminal delays, loading, unload- 
ing and switching, be reduced to the absolute minimum. The distribu- 
tion of cars will be 7s directed by the Refrigerator Department. 

Open top cars: Estimated coal production for week ending Octo- 
ber 22 was 10.600.000 tons, an increase of 9 per cent over week of Octo- 
ber 15th. The surplus open top cars available and suitable for coal 
loading have been almost exhausted and some roads reported actual 
shortage during the latter part of the week. It will be necessary 
that the roads as a whole give special attention to the matter of 
prompt loading, unloading. movement and repairs to open top cars and 
_ handling of such cars generally in accordance with Car Service 
tules. 

Flat cars: The number of 
ber 15 was 11,436. 

A slight increase in the orders for flat cars has been noted. 

They should be loaded to fullest possible extent to and in the 
direction of the owning line or sent home empty in accordance with 
Car Service Rules. 


Return promptly to own- 
Do not load with dead 


flat cars reported surplus as of Octo- 





VALLEY & SILETZ STOCK 

The Commission has granted authority to the Valley & 
Siletz Railroad Co. to issue $700,000 of capital stock to be ex- 
changed for outstanding noles and interest. The carrier is in 
corporated under the laws of Oregon and has issued $300,000 of 
an authorized $1,000,000 of capital stock. It has no funded debt, 
according to the report, but has outstanding demand notes in 
the aggregate face amount of $673,000 on which interest has ac- 
crued in the sum of $192,547.44, making a total of $866,347.44. 
These notes are held by the stockholders of the company and 
represent funds loaned principally for the construction of the 
road. The stock will be applied on this indebtedness. 
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eee ES 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


FOREIGN TRADE 
DO YOU EXPORT? DO YOU IMPORT? 


If so, let us figure yourl aid-down cost. If not, let us tell you how 


easy and desirable it is to get into foreign markets 


Aetna Service Company, $6,575 RRAGD: Manager 


Steamship Agents, Customs Broke:s, Forwarding Agents 
Suite 1201, 14 East Jackson Boulevard, Chicago 
Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans Seattle San Francisco 


DALLAS,TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 











We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


HOUSTON, TEXAS 


Binyon-O Keefe Fireproof Stg. Co. 
The House of Real Service 





POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 


Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


MEXICO 


Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the Nation<] 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 


Camphuis & Company, Inc. 


Forwarding Agents 


LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps. Juarez, Chih. 
Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for full particulars and request 
a copy of our shipping instructions. 














R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 


312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 

Prompt and Efficient Service, Exceptional Facilities—Custom House 

Brokers—Track Connections with all Railroads and Steamship 

Docks—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen’s Association. 

Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Description—City Delivery Service and Carload 
Distributors 


ROCHESTER, NEW YORK 


General Storage Carlozd Distribution 


Members American Warehousemen’s Association and Am: tiga» Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 
LOUISVILLE FREIGHT 


Carload, Less than Carload and 


Pool Car Distributors 
Official Transfer Co. for all Louisville Railroads 
Write us—or Phone Long Distance, Main 329 


Louisville Taxicab and Transfer Co., Kntiuy_| 





































































































































































































































































































































































































































































COAL POOLING ARRANGEMENT 


The Trafic World Washington Bureau 


Attack on the legality of the demurrage part of the arrange- 
ment for pooling coal sent to tidewater and consigned to the 
Lambert’s Point Coal Exchange has been begun by the large mine 
operators on the Norfolk & Western. In a complaint prepared 
for them by Kar] K. Gartner, which will be known as Smokeless 
Fuel Company et al. vs. Norfolk & Western, when it is docketed 
by the Commission, the complainants make the point that the 
demurrage which they had to pay by reason of their being com- 
pelled by the railroad to joint the exchange, was illegal in that 
it exceeded the demurrage that would have accrued under the 
tariffs of the railroad company. 

Gartner contends that the contract under which the pooling 
was carried on was void for want of a consideration, and even 
if it was a contract that it could not be enforced because, by 
means of it, the Norfolk & Western exacted as demurrage charges 
on cars that were not actually detained and at rates higher than 
allowed by tariffs. Another point made by the complainants is 
that even if the contract was one that could have been required, 
the proper way to have assessed the demurrage would have been 
to have apportioned it according to the percentage of the whole 
amount pooled the contribution of each other operator repre- 
sented. Instead of assessing demurrage in that way, it was 
assessed on the theory that when a certain car was released it 
represented an equivalent car of coal that might still be unloaded. 

In brief, the ccmplaint contends that the operators were 
forced into the arrangement as a condition precedent to the 
railroad performing the service it offered the public by its tariffs; 
and that the whole arrangement was illeral and of no valid 
effect because not properly filed as a tariff arrangement; and 
that the demurrage charges resulting were unreasonable and 
that reparation should be made. 


IOWA RAILROAD TAX CASES 


The United States Court at Des Moines, Iowa, presided over 
by Circuit Judge Stone, of Missouri, sitting with District Judges 
Wede, of Towa, and Munger, of Nebraska, has just announced a 
decision of importance in the matter of taxation. 

In every western state, excert Minnesota, railroads are 
aseecerd on a veluation of their property made by some state 
authority. In Iowa this assessment board is called the execu- 
tive council, and consists of Governor Kendall and three other 
state offic als. On this valuation the railroacs pay the same tax 
rates as other property in each locality where their roads are 
situated. 

In Iowa farm lands and general property are assessed for 
taxation below their actual value, and the railroads contended 
before the executive council that this should be regarded in 
making a valuation of railroad property. The council not only 
refused to take that fact into consideration. but at its July 
session largely increased the assessments of the leading com- 
panies, which appealed to the federal court for relief. The 


three judges concur in the decision, which in substance is as 
follows: 





The laws of Iowa require that railway property and farm 
and all other property shall be valued for tax assessment at 
value.””’ This prohibits inequality of treatment. Intenticnal, 
erate assessment of different classes of property at different 
eentages of actual value results in equality; constitutes 
discrimination; if forbidden by the ‘lowa law, 
the national constitution. 

There is no question that farm land values in Iowa are lower 
than they were in 1919 and 1920, but they are much in excess of $76.66 
an acre, Which was the amount fixed by the executive council as their 
actual value for taxation purposes. The evidence embraces a state- 
ment of all recorded land deeds from January 1, 1920, to August 
1, 1921, in 97 out of 99 counties, and includes 33,686 transfers cover- 


lands 
“actual 
delib- 
per- 
unlawful 
and therefore by 


ing 4,281,247 acres, showing an average sale price of $214.66 an acre. 

The United States census report for 1920 shows the average 
value of all farm lands in Iowa to be $227 an acre. The average 
actual value of all Iowa farm lands for 1921 cannot be less than 
$125 an acie, and, therefore, the valuation for tax purposes does 
not execced three-fifths of the actual market value. 

The valuations of the railway proverty as fixed by the executive 
council are much in exeess of three-fifths of actual value. 

No one will seriously contend that the actual value of the rail- 
roads, measured by any standard, has increased in 1921 over the 


values in 1917, 1918, 1919 or 1920, and yet the executive council largely 
increased the valuations over those years. 

It is a matter of common knowledge that 
ways of the country is this year gravely uncertain, and that in 
1921, with the rate problem, the wage problem and _ shortage of 
freight and passenger business, the value of railways is at a low 
leve 4 

Actual railway values increase 
as do the values of other property, 
ditions. 

The 


the future of the rail- 
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While there is evidence tending to show that 
may, on full and final hearing, be entitled to relicf 
yond that here accorded, we deem it highly 
porary orders, to restrict that relief to the 
dence clearly and convincingly establishes. 

Such measure is a reduction of the assessment made by 
executive council to a value equal to 90 per cent of the value 
sessed against each of them for the taxing year of 1920 
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The effect of this decision is not simply to vacate the July 
assessment of the executive council, but to reduce last year’s 
valuation 10 per cent, so that the taxes on Iowa railroads, in- 
stead of being increased 15 to 25 per cent, will be reduced 10 
per cent, and, according to the intimation of the court, will then 
be higher than they should be of right, and therefore may be 
subject to further reduction on the final hearing of the cases. 


FRUIT AND VEGETABLE SHIPMENTS 


The Trafic World Washington Burcau 


Carlot shipments of fruit and vegetables are beginning to 
show a seasonal decrease, according to the Bureau of Markets 


and Crop Estimates of the Department of Agriculture, which 
says: 

Total car-lot shipments of 12 leading lines of fruits and veg- 
etables for the week ending Oct. 22 showed a decrease of about 
2,600 cars from last week’s heavy movement. Nearly 25,000 cars 
were shipped, three-fourths of which carried potatoes and apples. 


Heavier fruit shipments a year ago brought last season’s total for 
the same week to 27,280 cars. 

Potatoes.—Car-lot shipments of potatoes continued above the 
10,000 mark and are one-third heavier than a year ago, but slightly 
less than last week. Minnesota and North Dakota are the heaviest 
shipping States in the West and Maine and New York in the east- 
ern section, these four States having furnished more than half the 
week’s supply. 

The season’s potato shipments to Oct. 22 comprised 111,709 cuar- 
loads, compared with 88,377 last season. The 4-year average of 
shipments after Oct. 22 is about 63,000 cars, but last season 107,421 
cars were shipped after Oct. 22 as a result of the heavy crop. If 
later shipments conform more nearly to the average, as would be 
anticipated with a crop 25,000 bushels below the average yield, the 
carlot movement during the rest of the season will proceed in much 
lighter volume. 

Apples.—Boxed apple shipments for the week were 5,109 cars, 
slightly less than last week, but 50 per cent heavier than for the 
same period a year ago. Washington continued to be the heaviest 
shipping State and New York, with 1,271 cars, shipped more than 
half of the total from barreled sections. 


EXPRESS TARIFF SUSPENDED 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 1482, has suspended to 
March 1, 1922, American Railway Express Company’s tariff, 
I. C. C. No. 1500, thereby stopping what protestants contend 
is an effort by the express company to write into a tariff what 
it conceives to be the law applicable to a situation that may 
arise when the express company stops a shipment before it 
reaches final destination or when it surrenders to the shipper 
the package before it leaves the point of shipment, rather than 
leave the question of the measure of the shipper’s liability under 
each situaticn as it arises if and when troublé arises from com- 
pliance or attempt at compliance with the shipper’s instruction. 
According to the memorandum as to the rule prepared by the 
Commission: 


The suspended schedule requires that when shipper requests a 
shipment stopped in transit before delivery to consignee, or sur- 
render of same at point of shipment after receipt has been issued, 
the shipper execute an agreement to pay all charges and to indemnify 
the carrier and to save said carrier harmless f10m any suit or legal 
proceedings, Icss, damage, liability, expense, counsel fees, cost and 
chaiges, arising from or caused by complying or attempting to com- 
ply with such request. 


G. T. W. PURCHASE OF LANSING R. R. 


The Trafic World Washington Bureau 


The Commission has dismissed an application of the Grand 
Trunk Western Railway Company for authority to incur in- 
debtedness in cennection with its purchase of the Lansing Con- 
necting Railroad, on the ground that the proposed execution of 
a contract for the purchase of the property is not within the 
provisions of section 20-a of the interstate commerce act. 

“It appears,” the Commission said, “that the applicant does 
not propose to issue any note or notes covering the deferred 
payments, and is not to assume obligation or liability as lessor, 
lessee, guarantor, indorser or otherwise in respect of the secu- 
rities of the Lansing Connecting Railroad. It therefore appears 
that the only ‘security’ for the issue of which authority is sought, 
is the final agreement into which the applicant contemplates en- 
tering with the Lansing Connecting Railroad. This is not regarded 
with the Lansing Connecting Railroad. This is not regarded 
as a security within the meaning of paragraph 2 of section 20-a 
of the interstate commerce act and we are of the opinion that 
we have no jurisdiction over the contract or agreement in ques- 
tion. We are not here passing on the question of our authority 
under other provisions of the interstate commerce act.” 





LOANS TO RAILROADS 


The Commission has approved a loan of $785,000 to the re 
eeiver of the Chicago & Eastern Illinois Railroad Co., and a loan 
of $128,000 to the Central Vermont Railway Co. The loan to 
the Chicago & Eastern Illinois is partially to reimburse the re 
ceiver for sums expended by him for maturing indebtedness, and 
for equipment, and other additions and betterment. The Cen: 
tral Vermont will use its loan to meet the maturity of its first 
mortgage bonds. 
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Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 


Complete 
Organization 


Storage 


Modern 


Forwarding Facilities 


“4 Clean and Well 
: Ven ilated 


Warekou:es 


Distribution q é 


Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D. T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal ‘tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COM PANY, Inc, US WILEY, Manager, GALVESTON 


Members of the A -erican Warehouse : an’s Association 


COFFEE IMPORTERS 


GALVESTON 


Since the re-establishment of rail rates has now given Galveston rates com- 
petitive with other ports based on geographical position, quantities of coffee are 
now being routed from Brazil to Galveston for distribution to points in the 
Mississippi Valley and West of the Mississippi River. 


Shipments can be handled for immediate reconsignment or for storage and 
concentration. If the latter is desired our services are combined with those of 
the Concentration Company, whose advertisement appears on this page. 


Our organization is strictly a Galveston organization, conversant with all 


facilities at this port. This feature alone is worth considerable to our clients in 
prompt forwarding. 


CORRESPONDENCE SOLICITED 


THE STONE FORWARDING CORPORATION 


220—21st Street 


Forwarders and Customs Brokers 


Galveston 





THE TRAFFIC WORLD 


Vol. XXVIII, No. 19 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


_——_— 


RATE COMMITTEES DEFENDED 
Editor The Traffic World: 


I was very much interested in reading Mr. Keiser’s letter 
in The Traffic World of October 29, regarding the standing rate 
committees. 

The science of rate making is far from perfect, as we all 
realize, but I believe that the standing rate committees of the 
railroads are doing the best they can under the circumstances. 
There is no question but that they are swamped with applica- 
tions for rate changes, and action on many of the applications 
is apparently unduly delayed. I have found, however, in the 
majority of instances, that the propositions we have placed be- 
fore these committees have been handled promptly and con- 
scientiously. It is, of course, desirable to speed up the work 
if possible, and I have no doubt but that they are doing every- 
thing in their power to bring this about. 

E. M. Hendricks, Traffic Manager, 


Commerce Association of Aberdeen. 
Aberdeen, S. D., Oct. 31, 1921. 


REPARATION ON VEGETABLE OILS 
Editor The Traffic World: 


We refer to the article appearing in The Traffic World, 
October 22, page 811, the caption reading, “Reparation on Vege- 
table Oils.” 

We understand from this that the Railroad Administration 
holds the theory that the case on behalf of the Director-General 
had not been fully developed because of the shippers, in effect, 
had warned the railroad traffic officials, on whom the Director- 
General would have to depend for the making of his case, that 
if they did not obey the order of the Commission and make 
reparation, or if they testified in behalf of the Director-General, 
they would be made to suffer the loss of traffic. 

While it is not indicated that this theory is applied to our 
cases (dockets (10599-10600), it is well to note that there is 
nothing in the record to give such theory any support. 

Therefore, we ask you to publish our advice that this com- 
pany did not at any time warn or threaten the corporate car- 
riers or their officials either in the matter of paying the repara- 
tion ordered by the Commission in these dockets, or in respect 
to their giving testimony at the rehearings in behalf of the 
Director-General. We also understand that the carriers’ repre- 
sentatives have not interpreted any negotiations they may have 
had with other shippers, nor were in any way influenced in the 
manner suggested by the Railroad Administration. 

The Procter & Gamble Co., 


By R. B. Phillips, Manager Traffic Department. 
Cincinnati, O., Oct. 31, 1921. 


PERFECT PACKAGE MONTH 
Editor The Traffic World: 

The greatest educational campaign and, at the same time, 
the most comprehensive co-operative movement ever undertaken 
by the carriers of the country is the “Perfect Package Move- 
ment.” It is a long step in the right direction, 

Any movement is bound to be beneficial which has for its 
purpose closer co-operation between shipper and carrier in fos- 
tering better methods of preparing shipping documents, and in 
packing, marking and forwarding shipments. This particular 
movement is the acme of concentrated effort and is certain to 
be doubly effective. 

Locally and throughout the state, we are so impressed with 
the possibilities of the plan that we are bending every effort 
to impress on all concerned the many and far-reaching benefits 
that will result from carrying out the campaign outlined. We 
have advocated the matter before the Wisconsin Traffic League, 
which will encourage state-wide publicity and co-operation. The 
Traffic Club of Oshkosh recently held a successful informal ban- 
quet and smoker, at which time the “Perfect Package Move- 
ment” was explained to the various shippers present by a promi- 
nent railroad official (Mr. Chas. H. Dietrich). The Traffic Club 
has also arranged for a meeting the first part of November, at 
which time an expert in packing, marking and sealing of pack- 
ages will present actual demonstrations of the most up-to-date 
methods in vogue. 

Considerable publicity has already been given this move- 
ment through the local press, and the press will be advised from 
time to time of the progress that is being made. 


All local officials of the railways and the express company, 
traffic department officers of the Association of Commerce and 
the officers of the Traffic Club will call on our principal shippers 
in a body for the purpose of making a personal appeal in the 
interest of perfect packing, perfect containers, perfect marking, 
and perfect shipping documents. 

When representatives of shippers and carriers meet on 
friendly ground for the furtherance of a common cause, the ulti- 
mate good that will ensue is beyond imagination. Therefore, 
we must not overlook one of the most important features of 
the “Perfect Package Movement,” and that is the opportunities 
it opens for further co-operation in matters of equal interest to 
both shippers and carriers. 

A nation-wide co-operative movement saving for its purpose 
a reduction in the amount of claims should be the next plan 
to engage our attention. Shippers do not generally realize the 
vast amount of money that is spent yearly in the payment of 
claims and which they eventually absorb. Let us therefore 
advocate a “Reduction in Claims Movement,” which, if carried 
out, would effect a saving to shippers and- carriers of approxi- 
mately $10,000,000 per annum. 

In conclusion, I desire to invite attention to the fact that 
the “Perfect Package Movement’ does not include shipments 
via parcel post. I believe this was an oversight, for the reason 
that over 2,500,000,000 parcels are handled annually by the par- 
cel post. In this connection Will H. Hays, the Postmaster Gen- 
eral, states that “we ought to have, by all means, constructive 
criticism and suggestions for improvement from the business of 
the country. I wish I could impress upon business men how 
earnestly the postal management is looking for suggestions, con- 
structive criticism, and complaints of poor service. We .want 
these for a purpose—that there may be action on them. This 
is absolutely the one best way to improve the service.” It isa 
fact not generally known that a traffic expert from one of the 
big railroads of the Northwest is today Second Assistant Post- 
master-General. Let us, therefore, take the Postmaster-General 
into our confidence on the next nation-wide co-operative move- 
ment and obtain his advice, suggestions and co-operation. 

C. M. Starks, Traffic Manager, Association of Commerce. 

Oshkosh, Wis., Oct. 28, 1921. 


GOOD WILL FOR THE RAILROADS 


Editor The Traffic World: 
The strike troubles and high rates have kept the railroads 


before the public and started a national discussion. We do not 
intend to hold a brief for the railroads or for labor, but, speak- 
ing strictly from the side-lines, it would seem to the writer that 
a lot of the troubles that befell the railroads could be avoided 
by a little diplomacy. Good will is an invaluable asset in any 
business. Without it failure is almost certain, and yet it would 
not be so difficult a matter to gain this apparently elusive quality 
if the subject were handled intelligently. 

It occurs to us that a “Goodwill Department” would be a 
mighty valuable adjunct if properly organized. If its personnel 
were composed of men who had gained their experience on both 
sides, they would have a working knowledge to guide them. 
The average solicitor of freight and passenger traffic, from 
traffic manager to traveling agent, has never worked for any one 
but a railroad and therefore doesn’t get just the right slant. 
Not that he means to be unfair, but his training has been along 
lines that will not or do not permit him to see the public side 
in its true light. He is not so prone to give as he is to take, 
and always he has before him what he imagines is the best 
interests of his company as well as the public. 

We believe that if a careful selection were made and a 
well-balanced man obtained, he would be an asset to his com- 
pany. Say he be a man who had served the railroad company 
in the traffic and operating departments, and one who also was 
serving or had served as a traffic manager or in a like capacity 
for an industrial concern. His knowledge having been gained 
by actual experience and his acquaintance by direct contact, he 
would not have to be a wonderful speaker. He should have a 
reputation for being on the square, and possess the confidence 
of both the public and the railroads. We do not have in mind 
a super-man, but do know some with these qualifications in our 
circle of friends. 

A man of this kind, reporting direct to the vice-president, 
would be able to travel his road and territory and quietly come 
in contact with the public, the shippers and the employees. He 
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A large, sheltered harbor. 


Modern steel and concrete pier ac- 
commodations for large vessels. 


Up-to-date freight handling facilities. 


Served by N. Y., N. H. & H. Railroad 
with tracks direct from pier. 


Modern warehouse space on pier and 
in port, totalling 1,250,000 sq. ft. 


Direct steamer service to Lisbon, Por- 
tugal, via Azores Islands. 


Much Quicker Service and Lower Handling Charges Than in More Congested Ports 


Full co-operation will be given 
in developing traffic through 
the port. Market and business 
data, credit information, etc., 
furnished on request. 











PORTS AND FREE ZONES 


The most important problems now before the American business man 
are the extension of his FOREIGN TRADE, the proper adjustment of the 
TARIFF, and the injection of BUSINESS EFFICIENCY into GOVERN- 
MENT. The happy medium between the first two is the FREE ZONE, 
and the proper application of the third is that this zone be located where 
the least money will be required and where the greatest benefits may be 
obtained from the money invested. 

The PORT OF TACOMA calls attention to a site adjacent to its 
terminal properties which fully meets these requirements. ONE THOU- 
SAND ACRES of tide lands, bounded by FOUR TRANSCONTINENTAL 
RAILROADS and MODERN TERMINALS, served by the cheapest 
POWER, LIGHT and WATER in the world, situated on the nation’s 
finest harbor, and this harbor a portion of PUGET SOUND, the true 
GATEWAY TO THE ORIENT. 


PORT OF TACOMA 


National Bank of Tacoma Bldg. 


PORT OF NEW BEDFORD 


The Southern Gateway to Industrial New England 
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An Opportunity for Shipping Interests! 


Recognized as the chief cotton concentration point and storage 
center in New England, this port handles annually fully 750,000 
bales. Mills consuming 1,250,000 bales each year are situated 
within easy motor-trucking distance. 


Most of this cotton now comes by rail but can be transported 
from the South by water much more advantageously and cheaply 
were there direct water connection with Southern ports. 


Overwhelming volume of outgoing traffic from New England’s 
thousands of industrial plants to draw from for return cargo. 


Write to any of the following firms: 


David Duff & Son New Bedford Boiler and Machine Co. 
Greene & Wood New Bedford Storage Warehouse Co. 
Gunning Boiler and Machine Co. Slocum & Kilburn 


New Bedford Board of Comme, New Bedford, Mass. 





Tacoma, Washington 
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would cultivate the commercial and traffic clubs, call on the 
various shippers and drop in town and get a line on what his 
road was doing or not doing. It is true the railroads already 
have an organization somewhat for this purpose, their traffic 
departments, but, as stated in the beginning, their views are 
colored with self-interest. A man from the “Goodwill Depart- 
ment,” having served on both sides, would be more apt to know 
and better equipped to report what was best for his company 
and the public or employees. His report could be made direct 
to the vice-president, quickly and to the point. His criticism 
would be welcome at all times, whether it be against the com- 
pany or the public, and his reputation for fair dealing should 
give this report the weight it was entitled to. 

A man of this character would in reality allow the vice- 
president to see and hear things on his entire system as they 
were viewed by the public. His training would fit him to pass 
on rate questions where they might affect one community as 
against the other. He could speak on living conditions, indus- 
trial locations, and many other matters where a fair report to 
the vice-president would allow the railroad to pursue a favor- 
able course. That’s what every official of the railroad wants 
to know—how the public and the shipper feels about this and 
that. It is where the “Goodwill” policy should enter, and it 
means much to any carrier. More so today than at any time in 
the history of railroads, and we are firmly of the belief that 
a properly organized “Goodwill Department” would go a long 
way toward bringing about that desired ideal—mutual confidence 
between the public, the roads and their employees. 

Harry L. Taylor, 
Wayne Oil Tank & Pump Co. 
Fort Wayne, Ind., Oct. 28, 1921. 


MISQUOTATION OF RATES 


Editor The Traffic World: 

I have noted Mr. Scrivener’s letter of October 13, published 
in The Traffic World, issue of October 22, and fully agree with 
him regarding the misquotation of rates by the railroad com- 
panies. 

It is a practical impossibility for any concern to carry in 
its files copies of all tariffs that it is apt to have use for, and 
therefore when it is figuring on a proposition on which it must 
quote a price f. o. b. destination and does not have the tariff or 
tariffs on file, it naturally obtains a written or verbal quotation 
from the railroad company. Therefore, if a lower rate is quoted 
than the rate actually in effect, it must stand a loss due to no 
fault of its own, but due entirely to the fact that the wrong rate 
has been quoted by the railroad company. 

It is a fact well known by all shippers that it is not always 
possible to obtain the tariff or tariffs necessary to verify a rate 
quoted by the railroad company, as it is quite the usual thing 
to receive notice that the “supply is exhausted and you have been 
listed for the reissue.’ What other recourse has the shipper 
then, than to accept the rate as quoted? Tariffs are not being 
reissued every month or so. 

The fact that the carrier is subject to a penalty of $250 
for the misquotation of a rate, which is only recoverable by 
civil action, and which accrues to the United States, is small 
consolaticn to the shipper, inasmuch as he receives no repara- 
tion whatsoever for any loss sustained due to the carrier’s error. 
I, therefore, believe that that portion of section 6 of the trans- 
portation act covering requests for rates should be amended 
so that the shipper can obtain reparation for any loss or damage 
sustained due to the misquotation of a rate by the carrier. 

Trenton, N. J., Oct. 27, 1921. Miles Powell. 





Editor The Traffic World: 

Letter from B. Scrivener published in The Traffic World 
of Oct. 22 with reference to misquotation of rates is most timely 
and important. The public is dependent on rate quotations from 
carriers, and this service should be absolutely reliable; but it 
is far from that 

This question is a very serious one, for business, although 
so dependent on transportation rates, under the present law 
finds no recourse for misquotation, even though such error 
should result in tremendous loss. 

The transportation law should be amended so as to protect 
rate quotations and thereby grant security to the public. Such 
a law would give confidence to the business world which now is 
lacking among the better advised, who are aware of the big 
possibilities of error and of the responsibility for the result of 
such errors falling on the shippers only, no matter how large 
the expense. 

This question might well be handled by the National Indus- 
trial Traffic League or other large organization of shippers and 
followed through until amendment be granted. It is fully real- 
ized that most careful consideration must be given so that not 
only may shippers be safeguarded from loss by misquotation, 
ta that the law against rebating be preserved or strength- 
ened. 

As offering a possible solution of-the problem the writer 
suggests the following or similar amendment: 
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Any rate quotation submitted by the carrier in writing which is 
lower than the published tariff rates, upon suitable evidence submitted 
and which shows that such rate was honestly used as basis for con- 
tract or orders, shall be confirmed to the fulfilling of such contracts 
or orders only, and the carrier guilty of misquotation shall be fined 
an amount double that of the difference between the freight charges 
which would have applied at the legal tariff rates, and the charges 
based upon such wrong quotation. Also, should it appear that such 
misquotation was knowingly given or used, then the above fine shall 
apply to each party found guilty and an additional fine of five thousand 
dollars be imposed for every such offense. 


Further provision could be made for protection in case of 
rate increases within limited period after date of. quotation or 


in the restriction of quoted rate to shipments which have 
already moved, etc. 


Elmira, N. Y., Oct. 28, 1921. A. W. Stebbings. 


GEORGIA RAIL ABANDONMENT 


The Trafic World Washington Bureay 


R. B. Pegram, receiver of the Hawkinsville & Florida South. 
ern Railway Company, has been authorized by the Commission 
to abandon the line of railroad of that company extending from 
Hawkinsville, Ga., to Camilla, Ga., a distance of about 93 miles. 
Numerous letters were received from shippers and other 
interested persons protesting against abandonment. A hearing 
was held by the Georgia commission for the Commission and ithe 
state commission recommended denial of the application of the 
receiver. 

The Hawkinsville road was placed in the hands of a re- 
ceiver by the Superior Court of Bibb county, Georgia, July 17, 
1920, the Commission said. On May 2, 1921, the court entered 
an order in the receivership proceedings by which it was ad- 
judged and decreed “that further operation of the properties 
of the defendant is useless and wasteful and should be ter- 
minated in order that the properties and the estate of the de- 
fendant should not be needlessly consumed.” The court fur- 
ther said it was of the opinion that the property could not be 
sold as a going concern, and that as soon as possible the prop- 
erty should be abandoned and the road “scrapped and sold.” 
The court directed the receiver to make the application for 
authority to abandon the road. 

The protestants against abandonment offered evidence tend- 
ing to show that the territory served was developing agricul- 
turally and that there were a large number of business estab- 
lishments wholly or partially dependent upon the line for trans- 
portation facilities. It was further contended that there would 
be a serious loss in real estate values, if the road were aban- 
doned and, further, that a substantial increase in business 
might be anticipated. 


“It is obvious, however,’ the Commission said, “that the 
hope of increased business in the future can hardly prevail 
against the results of actual experience in the operation of the 
line.” 

The Georgia owns the entire capital stock of the Hawkins- 
ville, amounting to $100,000, and it, in turn, is controlled by 
the Southern Railway Company, through ownership of a ma- 
jority of the capital stock. In conclusion the Commission said 
that the receiver should first offer for sale the entire railroad 
as a going concern for continued operation; that if no satis- 
factory bid was received the receiver should offer the road for 
sale in sections and, failing to dispose of the road on that basis, 
sell the road as scrap or junk. 


Cc. & O. ACQUIRES SUBSIDIARY 

The Commission has authorized the Chesapeake & Ohio to 
acquire the railroad and other property of its subsidiary Chesa- 
peake & Ohio Northern, the line of which extends from Edgins- 
ton, Ky., to Waverly, O., a distance of 29.8 miles. The Chesa- 
peake & Ohio Northern uses the Norfolk & Western tracks and 
Hocking Valley tracks into Columbus, O., a distance of 62 miles. 
The authorization also permits the Chesapeaks & Ohio to assume 
the obligation of the subsidiary to pay the principal of $1,900, 
000 of its five per cent 30-year gold bonds, and the interest 
thereon. The object of the plan is to change the Chesapeake & 
Ohio’s equitable title in the property of its subsidiary into a legal 
title and a guarantor of the subsidiary’s bonds into a principal. 


TELEPHONE CONSOLIDATION 

The Cumberland Telephone and Telegraph Company, In¢. 
the East Tennessee Telephone Company of Virginia, the Bristol 
-Telephone Company, and the Chesapeake and Potomac Tele 
phone Company of Virginia have filed a joint application with 
the Commission asking that, after hearing, the Commission issue 
a certificate that the proposed consolidation of properties 0 
the applicants will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 


Getting the traffic news each day makes it easier 
to keep informed. Subscribe for THE DAILY 
TRAFFIC WORLD. 
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OPPOSE AMENDMENT OF ACT 


The committee on public relations of the National Asso- 
ciation of Owners of Railroad Securities, of which S. Davies 
Warfield is president, has issued a statement to members and 
others relative to the “dangers attending amendment of the 
transportation act of 1920.” 

The statement is regarded as significant because it is in 
effect an announcement that the association, which was largely 
responsible for the rate-making section being written into the 
transportation act, will make a fight to have that section re- 
tained in the law. The statement follows: 


This association, representing large amounts of railroad securities, 
views with grave concern the agitation now going on with respect 
to changes of vital consequence affecting section 422 of the trans- 
portation act of 1920, which deals with the financial return on the 
aggregate value of the properties of the railroads devoted to the 
public use. The term property means actual railroad property, upon 
which the financial return is computed, not on bonds and stock or 
evidence of debt issued by the railroads. 

The act specifies that the value of these properties is to be de- 
termined by the Interstate Commerce Commission until replaced by 
the actual valuation of the railroads now being made by the Com- 
mission in detail. 


Neither the movement now proceeding, which has for its object 

large reductions in rates, nor the controversies over wages, should 
be permitted to obscure the necessity for the declaration by Congress, 
now in the act, of the fundamental requisites for re-establishing 
railroad financing without governmental aid, and to meet the finan- 
cial requirements for conducting transportation. Whether rate re- 
ductions can or cannot be made does not constitute a reason for the 
disturbance of this section of the act. The repeal of this section that 
recognizes only the minimum credit necessities of the railroads with- 
out respect to this or that rate would constitute a_ notice to the 
Commission and to the country that Congress and the administra- 
tion does not recognize the right of the railroads, expressed in the 
act, to earn the 5% per cent: to 6 per cent now called for by the 
act, on the aggregate value of railroad property devoted to the 
public use. 
We are not here questioning whether a rate is too high or too 
low. Rate reductions that may in this crisis be agreed as necessities 
are in no way prevented by the financial provisions of the act. 
Congress did not deal with the question of what a specific rate was 
to be or was intended to be; or whether a particular freight rate 
would retard or encourage the shipment of the product to which 
it applied. All of these questions were left to be decided by the 
Commission. Congress only notified the Commission that a return 
on railroad property in the aggregate, actually used in the public 
service, if less than 5% per cent, would not permit the railroads 
to furnish adequate transportation and that a return _not less than 
5% per cent must therefore be provided, and if the Commission so 
ordered, by adding % of 1 per cent, the return should be 6 per cent 
on this aggregate value. 

The question of what the specific rates should be to effect this 
result was left to and is still entirely in the hands of the Interstate 
Commerce Commission, where it should be, and which is fully quali- 
fied to produce results if left alone to work out the solution of the 
questions involved in conjunction with the railroads. Congress created 
the Commission and clothed it, as the agency of the government, 
with extraordinary powers of rate and other regulation of the rail- 
roads. If Congress cannot leave to its own agency the adjustment 
of rates to produce the return indicated as the minimum that will 
sustain transportation, then regulation by Commission fails. 


It was unfortunate that the transportation act became operative 


during an era such_as was never before experienced in the history 
of transportation. The country was suffering from high prices never 
before reached. Taxes had been imposed under war necessity to an 


extent bound to cause unusual prices, which, in addition, were ab- 
normally stimulated as a result of the greatest war in history. This 
was destined to happen and the inflated prices due to these condi- 
tions struck the period of sudden cessation of war operation. Credit 
was contracted with the view of lowering the abnormal prices and 
the industrial and agricultural panic occurred, clearly foretold by 
economists, which came only in greater degree and more swiftly 
than anticipated. 

A pound of cotton that sold at 43c dropped precipitately to 10c, 
and to say that had railroad rates on cotton been lower it would 
have stimulated sales of this commodity at prices less than half 
the cost of production is untenable. The same holds good in other 
commodities, the movement of which was curtailed, not because of 
freight rates, except in well defined cases, but because of the greatest 
period of industrial and agricultural chaos under reconstruction ever 
experienced. If the policy of the government is to subsidize business 
by adjusting business profits through freight rate reduction to the 
point of ruining the railroads, through what source can the rail- 
roads be subsidized to enable them to live? 

There is no guarantee on the part of the Commission or on the 
part of the government that rates made by the Commission would 
yield the return that Congress by act made the measure of what 
the owners of railroad securities might expect on the value of the 
railroads that issued the securities. Congress directed the Commis- 
sion to adjust rates so that in the aggregate they would yield an 
amount of net revenue below which transportation cannot be sup- 
plied, and this amount of 5% per cent to 6 per cent does not apply 
to the property of each railroad. It applies to the aggregate value 


of the property of all class I railroads, large and small, rich and 
poor, strong and weak, and the aggregate value was taken in four 
groups, into which the Commission divided the railroads of the 
country. 


Rates were made, expecting that they would yield this financial 
return on the aggregate property value of all the railroads constitut- 
ing each one of these four groups of roads. Such return had no 
direct relation to the property value of each of the individual rail- 
roads of each group, except that out of rates made to yield the 
return on the aggregate value of the group, each railroad could earn 
only what its efficiency in administration would permit, so that out 
of this aggregation of rates some roads might earn 1 per cent, some 
3 per cent, 4 per cent, 5 per cent and some 6 per cent on their 
individual property value. The act requires that a road that earns 
more than 6 per cent on the value of its individual railroad property de- 
voted to the public use shall retain one-half of all earned beyond the 6 
per cent, the other half to be paid into a transportation fund to 
be expended by the Commission in such directions as would benefit 
transportation as a whole. 

The question now before the country is whether it is proposed 
to ask Congress to amend this act and say that the railroads as 
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a whole are not entitled to earn 5% per cent to 6 per cent on the 
aggregate value of their property, which would constitute notice to 
the owners of railroad securities that these securities have lost 
standing and are no longer a legitimate investment. 

We are not dealing with rates per se in this statement. We are 
dealing with the policy of Congress and the government with respect 
to what the transportation system of the country may expect to 
earn to enable that system to function and pay its debts. Prior to 
the transportation act of 1920 there was pursued ever since the Com. 
mission was established, a policy that gave no intimation of what 
a railroad, strictly regulated by the government in its earnings, would 
be allowed to earn for the service it was expected and required to give 
the public. Under this policy the railroads had reached the point 
where they had broken down or were breaking down when taken over 
by the government for war purposes. Vast sums are required to he 
raised by the railroads to pay indebtedness incurred during federa] 
control under a management not their own, and also to rehabilitate 
the properties, and it was foreseen that under these conditions chaos 
must result. 

., Lo meet these conditions this association, during the progress of 
railroad legislation, presented to Congress at great length and in 
great detail, backed by thousands of representative investors and 
shippers, what were considered to be the necessities as to the mini- 
mum earning value of these properties to enable them to sell their 
securities. These investors were not concerned in the construction 
of rate tariffs. They were not looking at freight rates per se, whether 
increased or lessened on this commodity or that commodity. They 
left this to the Commission to work out on a scientific basis—what 
proportion of the total revenue required was to be supplied by each 
shipment of a particular class of goods—so that when it is said that 
freight rates are too high, the question is what freight rates are too 
high. Is it meant that freight rates must be established which in the 
aggregate will not yield this return of 5% per cent to 6 per cent, for 
if we have reached that period in this country then there is nothing 
left but government ownership of these properties. We may as well 
now face this result if such a decision is reached on the part of Con- 
gress and the administration and on the part of the shippers and the 
public. It is as unjust to the shippers as it is to the owners of the 
securities of these properties to slowly absorb their value through 
starvation and failure to sufficiently provide for their upkeep, until 
government ownership, desired by only a small portion of the popu- 
lation, becomes the only method left open to save to the country the 
means for the transportation of its products and its people. 

There is no railroad this association knows of that has combated 
Congress and the Commission over a reasonable adjustment of freight 
rates. There is no railroad this association knows of that has found 
fault with the inability of the groups of railroads to earn more than 
they have been earning, although wages are controlled by one gov- 
ernmental agency and revenues from rates by another, with no 
coordinating relations between the two, an impossible situation to be 
permitted to exist and expect results. The conditions obtaining have 
been accepted as an aftermath of the war, as every industry should 
be expected to accept the ups and downs of business occasioned by 
the war. This association has contended from the first that unless 
there was a standard set to indicate what those who invest their 
money in railroad securities might expect, then there was no alterna- 
tive but government ownership and operation, as much as the coun- 
try has evidenced on every hand its opposition thereto. But it is not 
just to the people, and they represent millions, who in turn are repre- 
sented by their life insurance companies, savings banks and other 
investment institutions, to have these conditions misunderstood on 


the part of any legislative body or on the part of any business depend- 
ent upon the carriers. 


If section 422 with what it stands for is to be stricken from the 
transportation act, after the fullest hearings and investigations on 
all sides that attended the writing of that section into the act, then 
American transportation does not deserve to be supported through 


private investment, and private ownership and operation cannot be 
expected to survive. 


The transportation act has not had any trial as yet. It should be 


given the fullest opportunity under scientific methods of rate adjust- 


ment, which with proper economies and care will work out the prob- 
lem before the country. 


; This association recently laid before Congress suggestions which, 
in the opinion of its management and of experts composing its Board 


of Economies and Engineering, chosen with great care and repre- 


sentative of the best thought in their different lines, will enable econ- 
mies to be instituted in the conduct of transportation, as a whole. in 
connection with the requirements of the transportation act of 1920, 
such as_ will tend to solve the problem and on a basis that should 
bring substantial reductions in railroad rates. 


We urge upon those who control the fate of the’ great enterprise 
of transportation that they carefully study conditions before taking a 
step that may prove to be the undoing of the private ownership and 
operation of railroad properties. 

_ The question of consolidations of railro 
tion act is now before the country. It is a vital one and this associa- 
tion has prepared to meet it. If, however, the policy of the govern- 
ment is to notify the owners of the securities of these properties that 
they are to be taken into consolidation on an earning value less than 
will produce a return of 5% per cent to 6 per cent on their actual value, 
in the aggregate, as now provided in the act, the repeal of which is 
being discussed, then these consolidations had better not be made 
excepting through the acquisition of the railroads by the government 
before governmental action shall have greatly depreciated their value 


through a policy the effect of which should be understood before being 
instituted. 


We again state that the conditions mentioned are not only of 
grave concern to owners of railroad securities, but are the most 
serious that have ever faced the shippers of the country, as their 
business must be adversely affected by inadequate and incompetent 
transportation which cannot fail to result if so fatal a policy is per- 
sisted in. 

There should be no misconception as to where this agitation leads. 
In view of its seriousness, those who manage the affairs of this ass0- 
ciation conceive it to be their duty to the members and others inter- 
ested to inform_them of what they now face. They should be re- 
minded that if Congress takes a step backward by reversing a policy 
that indicates only the minimum net revenue essential to sustain this 
great transportation machine in the public interest—now financially 
shaken and physically greatly undermaintained—then we must con- 
sider it as a formal notice that the American transportation system 


cannot continue to exist under private investment, ownership and 
operation. 


ads under the transporta- 


The statement was signed by Geo. E. Brock, John H. Dex 
ter, Haley Fiske, Darwin P. Kingsley, W. W. McClench, Joh2 
J. Pulleyn, Henry A. Schenck, John M. Wadhams, and S. Davies 
Warfield, Ex-Officio. Committee on Public Relations. 
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MEXICO 


Transportation Information Headquarters 


Messrs. Shippers and Consignees, 


Everywhere, North American. 


Laredo, Texas, November 4, 1921. 


Gentlemen: Has your export business suffered from unsettled conditions that have prevailed 
in Mexico for several years? 


Have you been furnished with reliable information as to the present conditions in our Sister 
Republic ? 


It affords us pleasure to be able to advise you the situation in Mexico is again rapidly be- 


coming normal, and with this condition there is a natural increase in the demand for the articles 
you are interested in. 


The National Railways of Mexico have been handicapped in their efforts to give the usual good 
service by labor troubles, also lack of motive power to move the volume of business offered them 
at their Gateways; but we are pleased to announce the labor troubles have been satisfactorily 


adjusted, also the power; some of the engines having already been received and others now 
en route. 


The congestion at Laredo has been cleared and since the first of September shipments have 
met with no delay whatever due to transportation inabilities. 


Success in our business depends entirely upon the success of your business. Your success 
depends solely upon your ability to properly market your product, and be able to deliver the goods 
with the least possible delay, damage and expense. We cannot tell you how to sell your par- 
ticular line of goods, but we can tell you how to ship them to insure the very best of service 
at the least possible cost, as we specialize in service to shippers and consignees. Furthermore, 


we will act as the medium between shippers and consignees without expense to either, other than 
your good will. 


We make direct delivery to the National Railways as we are the only line having direct rail 
connections with them at Laredo, Texas. Our rails serve ninety per cent of the industries lo- 


cated in Laredo, Texas. We keep ample power on duty in the Laredo terminal to give our 
patrons prompt switch service. 


We operate all passenger service over the International Bridge. 


To further assist the shippers and consignees we have recently established an office in St. 
Louis, Mo., with Mr. C. W. Fish, Foreign Freight Agent, in charge; address: 916-Chemical Build- 
ing. It will be his pleasure to render you any assistance possible. Mr. Fish was formerly 


Traffic Manager of the National Railways of Mexico and is thoroughly familiar with traffic con- 
ditions in Mexico. 


Co-operation is one of the main factors in conducting any business successfully. We are 
making an appeal to every shipper and consignee by propounding a few questions which we 
sincerely hope will have the result of bringing about closer co-operation for our mutual benefit. 
These questions are to suggest to you information we would like to have that we may give 
replies to your inquiries promptly. Tell us how we can serve you; ask us for information that 
will be of value to you. We will supply it promptly and as completely as possible. 


Are you interested in shipping to or from Mexico? 
What particular article are you interested in? 
Have you a representative in Mexico? 

Have you tried to market your product in Mexico? 
Did your efforts meet with success or failure? 


. If you failed to enter the Mexican market isn’t it possible that the obstacles causing 
your failure have been removed? 


7. Can we be of service to you? 


Watch our space for important announcements. 


The Texas Mexican Railway Company 


C. M. FISH, Traffic Manager, 
Laredo, Texas 
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Questions and Answers 


In this department will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law | 
of interstate transportation of freight. A traffic man of long experience ; 
and wide knowledge will answer questions relating to practical traffic 
roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities ‘n a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers rtment, 

Traffic Bervice Colorado Building, Washington, D. C. 


i] : a 
Reconsignment to Embargoed Points 

Illinois —Question: During the last year’s labor troubles 
various eastern lines refused to accept from southern and west- 
ern lines, cars, when such cars were reconsigned by the western 
roads, and, as a result, such western roads refused to accept 
our reconsigning instructions. In several instances, in order to 
move consignments to eastern destination, it was necessary for 
us to unload car on the western load tracks, and truck the 
contents to a car on the tracks of the eastern carrier placed 
there for such purpose. 

It was necessary to have new bills of lading issued, and in 
each of the instances when shipments were handled under these 
circumstances, the eastern carrier in assessing freight charges, 
used the through rate from point of origin to transfer point, 
which usually was Chicago, and the local rate from the transfer 
point to the new billed destination. 

We have filed overcharge claims against these roads and 
same have been refused on the grounds that when we broke the 
lading of the original car it became a new shipment and subject 
to local rate. We contend, inasmuch as this transfer was then 
under protest on account of the inability of carriers to act upon 
our instructions ordering cars to a new billed destination, we 
are entitled to the through rate applicable from point of origin 
to ultimate eastern destination. 

Kindly give us the benefit of your opinion in this matter, 
and, if posible, quote rulings of the Interstate Commerce Com- 
mission in favor of our contention. 

Answer: Under the provisions of the reconsigning tariffs 
a carrier will not reconsign shipments at or to a point under 
embargo. Assuming that an embargo was in existence, the ship- 
per is not entitled to the protection of the through rate on the 
shipments in question, for the reason that because of the pro- 
vision in the reconsigning tariffs covering reconsignments to 
embargoed points the reconsigning privilege, and with it the 
right to the protection of the through rate, had been temporarily 
withdrawn. 

If, however, no embargo was in existence and reconsign- 
ment should have been accorded, then, under the principle of 
the decision of the Commission in the case of William Shuette 
& Co. vs. D. G., et al, 57 I. C. C. 709, the shipper is entitled to 
the protection of the through rate plus the reconsigning charge. 


Damages—Measure of 


Okalahoma.—Question: Bananas received in car lots are 
sold by wholesale dealers for 9c per pound after being put in 
crates. The replacement value, although there is no car lot 
banana market short of point of origin, is 6c per pound. To 
this latter amount may be added a quarter or half a cent as 
cost of buying—that is, the time expended in making the pur- 
chase. Taking into consideration the decision of the Massu- 
chusetts Supreme Court in Woonsocket Press & Machine Co. 
vs. N. Y. N. H. & H. R. R. Co., what do you consider the proper 
measure of damages? 

Answer: The weight of authority seems to be that by 
“market value” is meant the value at which the article shipped 
would sell in the onen market in the quantities as carried. It 
is held that to permit recovery on basis of the value of the 
goods if sold in smaller lots than shipped would make the 
carrier liable for the profits of the sales in such lots, without 
taking into consideration the costs incident to such sales. See 
Cc. R. I. & P. Ry. vs. Broe, 86 Pac. 441; K. C. & M. Ry. vs. 
Payne, 38 S W 367; C. N. O. & T. P. vs. Hausford & Son, 100 
S. W. 251. Therefore, in the instant case there being no 





market for bananas in carload lots at destination, the measure 


of damage, considering Woonsocket Press & Machine Co. vs. 
mn. ¥. NN. 


upon the cost of replacement, which should include such 


expenses as might be reasonably incurred in procuring another 


shipment. 
Reconsignment After Placement 
Missouri.—Question: In your answer to Florida on page 
484, issue of September 3d, we wonder if you have given con- 
sideration to the difference between a car that has been placed 
for unloading and one that has been placed where it might be 
unloaded? As we understand it, a condition precedent to the 
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placing of a car for. unloading is the satisfying of the agent 
of the payment of the freight charges, and on a shipper’s order 
notify shipment the surrender of the original bill of lading or 


sits equivalent. In other words, we do not think that by the 


mere placement of a car on a team track a car is placed for 
unloading if the above conditions are not met. Surely the 
carriers would not permit a party to unload a shipper’s order 
shipment without the surrender of the original bill of lading. 

On the other hand, if a concern has credit with the raj. 
road, a bond for the protection of the shipper’s order bill of 
lading, and a private track, we would consider that a car placed 
on that track would be placed for unloading. We think all of 
the facts should be given consideration before determining 
whether a car had been actually placed for unloading, and jn 
such cases where the freight charges have not been paid or 
the bill of lading surrendered, we think the car is entitled to 
a reconsignment at the published through rate, and have been 
able to convince some of the carriers of this position. 

As we understand it, the carriers have been authorized to 
amend the tariff to provide that if a car has been placed for 
unloading on a public delivery track but has not been unloaded 
or accepted by consignee or owner, it will be subject to Rule 
No. 10 of the tariff as amended, which allows the protection. of 
the through rate plus a reconsigning charge. 

Answer: While it is true that, considered from a legal point 
of view, a car may not usually be considered as placed for 
unloading so as to give the consignee the right to possession 
of the contents thereof until the consignee has established his 
ownership and has satisfied the carrier’s lien on the goods 
for freight charges. Yet, for the purposes of the application 
of the demurrage and reconsigning rules and charges, a car 
may be considered placed for unloading, even though all of 
the conditions precedent to the right of the consignee to unload 
the car have not been met by the consignee 

For instance, under the provisions of Section B-1 of Rule 3 
of the Uniform Demurrage Rules, a car may have been placed 
for unloading on a public delivery track and the free time may 
be running thereon prior to the time the consignee has the 
right to unload the car. 

Therefore, while it is true that, under the provisions of 
the note which has recently been added to Rule 12 of the Re- 
consigning Rules, which provides that, if a car has been placed 
for unloading on a public delivery track, but has not been 
unloaded or accepted by consignee or owner, it will be subject 
to Rule 10, as to cars which moved prior to the incorporation 
of this note in Rule 12 of the Reconsigning Rules the com- 
bination rate, plus the reconsigning charge as per Rule 18 
of the Reconsigning Rules, and not the through rate, plus the 
reconsigning charge was properly assessable on such ship- 
ments as that covered by the question of Florida on page 484 
of the September 3, 1921,’issue of The Traffic World. This is 
in accordance with the opinion of the Commission in the case 
of Silica Sand Producers Traffic Association of Illinois vs. C. 
Bb. & @. fH. #., 6 £-C. C. ait. 

If, as you suggest, the payment of the freight charges and 
the surrender of the bill of lading determine whether or not 
a car has been placed for unloading so as to make it subject 
to the provisions of Rule 12, there was no necessity for incor- 
porating this note in the rule, for the reason that the purpose 
of the notice is to exclude from the operation of Rule 12 cars 
which have been placed on a public delivery track, but which 
have not been unloaded or accepted by the owner or consignee. 


Overcharge Claims—Time Within Which to File with the 
Commission 

Arkansas.—Question: Kindly refer to your September 
24th issue of The Traffic World, page 618, subject, “Time for 
Filing Claims.” Please advise if Senate has taken any definite 
action. 

Also advise if we can file claims for overcharge on shi: 
ments moving prior to Government control. If so, what 135 
time limit, and is there any difference in time limit of stale 
and interstate movements? ; 

Answer: The Senate has not as yet taken any action with 
respect to Senate Bill No. 621, providing for the extension of 
time to March 1, 1922, for the filing with the Commission of 
straight overcharge claims on shipments which moved during 
federal control. : 

Under the provisions of paragraph (f) of Section 
the Transportation Act, the period of federal control ] 
to be computed as part of the period of limitation in claims 
for reparation to the Commission for causes of action arisilé 
prior to federal control, and therefore a claim for overcharsé 
which accrued not more than fifty months ago is not barr 
by Section 16 of the Interstate Commerce Commission. Th¢ 
Commission has no jurisdiction over claims for overcharge 
intrastate shipments moving prior to federal control. 

Damage from Delay Caused by Strike 

Oklahoma.—Question: What is the weight of authority with 
reference to the liability of carrier on carload shipment of per 
ishable freight (apples), moving from producing point in state 
of Washington to Oklahoma, car being delayed ten days 12 the 
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Billings (Mont.) yard, account switchmen’s strike, and arriving 
destination in practically worthless condition? Have carriers 
recognized the “lay-off” of switchmen as a strike, and can strike 
clause in conditions of uniform bill of lading be alleged as rea- 
son for declination of claim arising during that period? Please 
cite authorities governing. 

Answer: While there have been many complaints arising 
out of the so-called outlaw strike, we are unaware of any de- 
cisions of the courts upon the subject. The Interstate Com- 
merce Commission, In the Matter of Bills of Lading, 52 I. C. C. 
671, said that the provision in the bill of lading exempting the 
carrier from liability for delay caused by riots or strikes, ex- 
cept in the case of the carrier’s negligence, are in accord with 
the law, and such condition is just and reasonable. 


If the carrier can show that the delay was caused by a 
strike, whether authorized or unauthorized, over which it had 
no control, it would not be liable for any deterioration or market 
decline in the value of the goods. It has been held, however, 
that where goods are tendered to a carrier for transportation, it 
is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper, and if it fails in its duty in this re- 
spect, a delay in the transportation of the goods will not be 
excused, and that, too, irrespective of the nature of the cause. 

Damages—Measure of, for Delay to Seasonable Goods 

Texas.—Question: Will you kindly give us your opinion on 
the following question and cite us to any decision, that you 
know of, which covers a similar situation? 


A shipment is delivered to “Road A” under date of February 
19, 1920; “Road A” delivered the shipment to the steamship 
company “B” under date of March 11, 1920. The distance from 
point of origin to point of delivery to “Carrier B” is 226 miles. 
“Carrier B” received this shipment on their piers in New York 
City, and delivered same to “Road C” at Galveston, Tex., under 
date of June 8 and June 18, 1920. “Road C” delivered same to 
us under date of June 9 and June 19, 1920. Shipment was in 
transit four months and consisted of men’s shoes. Four months 
is an unreasonable time in transit. We have filed claim against 
the delivering line account of this delay. We cannot claim a 
depreciation in the market value of these shoes, as we could 
have purchased them for the same price on delivery date, as 
we did on shipping date. This can be attributed to the fact that 
we bought these shoes in the year 1919, to be shipped in Feb- 
ruary, 1920, and the price of these shoes was much higher on 
the date of shipment than they were at the date of purchasing, 
but declined in price, from the time of shipment to the time of 
delivery, to the price that we paid for them at time we pur- 
chased them. But our loss on this shipment is that we were 
compelled to put these shoes on sale at a very attractive price 
to dispose of them and, even at that, we were unable to dispose 
of them all and it was necessary that we carry a good portion 
of them over until this season, when shoes took another decline 
in prices. After May 15 the oxford season in this territory is 
very poor. 

The delay was caused by the longshoremen’s strike, which 
took place on March 13, 1920. There seems to be an unreason- 
able delay from “A” to “B.” No doubt “Carrier B” had advance 
notice of this labor trouble and should not have accepted this 
shipment to move over their line. After acceptance by “Carrier 
B” it stands to reason that this shipment stayed on their piers 
in New York City, for it was only two days until the strike took 
place, and it was not until the latter part of May that the ship- 
ment moved forward to Galveston, Tex. It seems that they 
should be made to prove their efforts in trying to dispose of 
this shipment to an all-rail carrier. From February 19 to March 
13, with reasonable dispatch, this shipment could have been 
placed beyond Galveston and would have been delivered on time. 

This is not a claim against the carrier for a loss account 
of depreciation in the market or replacement value account of 
loss damage or delay, but a claim account of an unreasonable 
delay on seasonable merchandise. 


Answer: In the case of Fisher vs. Railroad Co., 99 Me. 
338, 59 Atl. Rept. 532, it was held that, if, owing to some ob- 
struction upon the route, the carrier is unable to forward the 
goods, he cannot, of his own accord, where the safety of the 
goods does not require it, undertake to send them forward over 
another route for the purpose of merely obviating a delay. His 
duty under such circumstances is to communicate with the 
shipper and obtain instructions as to their disposition and, for 
failure to do so, he will be liable for such damages as result 
from his wrongful act. The measure of damages for unreason- 
able delay is the difference between the value of the goods at 
destination at the time they should have been delivered and 
their value at the same place at the time they actually were 
delivered. Under this rule you can claim a depreciation in the 
market value, even though the goods were seasonable, if. they 
had some value. Your loss is the difference between that value 
and the value at the time the goods were delivered. Steinburg 
vs. Erie R. Co., 170 N. Y. S. 893. 

In W. F. & N. W. Ry. vs. D. Cowley Co, it was said: 
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Whatever damages may have accrued after the delivery of said 
merchandise to plaintiffs ‘by reason of having to carry over said goods 
to another season are too remote, and cannot be recovered, and the 
court committed reversible error in permitting evidence to go to the 
jury as to the depreciation of the value of the merchandise in ques.- 
tion by carrying them over to another season. 


Shortage—Proof of 


Pennsylvania—Question: A shipper’s load and count ship. 
ment arrived on a team track delivery, car was unloaded within 
the 48 hours’ time. There was a shortage of some 30 or 40 
packages, and the party unloading the car has taken affidavit 
to that effect. 

The carrier refuses to honor claim on the grounds that the 
tally used when unloading the car was not standardized or the 
kind recommended by the railroad; that is, marking 1, 2, 3, 4 
and crossing the 4 with the fifth one, etc. 

I have looked over your Traffic Worlds for the past five 
years and I am unable to find where this subject has been 
touched upon. Will you please point out to me if there has 
been a court ruling as to the tally of shipments of this nature? 
If so, kindly cite the case. 

Answer: Almost invariably, in loss and damage cases, the 
contentions of the claimant and carrier present questions of fact 
which are diametrically opposed, and which it is the duty of 
the jury to settle. The question involved in the instant case, is 
whether a certain amount was loaded at point of origin and a 
lesser amount was delivered at destination by the carrier, and, 
therefore, it is incumbent upon the claimant to present such 
proof of the shortage as to leave no doubt in the minds of the 
jury, if suit is necessary, as to the liability of the carrier for 
the shortage. 

We are unaware of any decision of the courts upon the 
question as to what constitutes a proper methood of tallying 
shipments at destination, but we think that, if your methods 
of noting the shortage are such as would be used by any careful, 
prudent person, they would be given full credit by a jury, not- 
withstanding that the railroads have recommended the use of 
a particular form for noting shortage. 

Accord and Satisfaction—What Constitutes 

Wisconsin.—Question: On April 20, 1920, we filed a claim 
for loss of part of a shipment in the amount of $222.74. Some 
time after we found that an error had been made in the amount 
of claim, which should have been $324.69, and notified the trans- 
portation company, with whom claim was filed, of this fact on 
February 7, 1921, requesting that additional payment be made. 
We have written innumerable letters requesting their check, 
but have always been unsuccessful in obtaining any definite 
reply or action until a few days ago, when the claim agent wrote 
us, stating that it is a rule that when a claim has been paid 
the account is fully liquidated and cannot be reopened; and 
that, inasmuch as this claim was paid on December 2, 1920, in 
the amount originally filed,-they cannot consider our claim for 
the balance of $101.95. Please advise if they are warranted in 
taking such a stand in this transaction, and if there is any way 
in which we may make this collection. 

Answer: Ordinarily, where there is nothing more than a 
simple payment, the acceptance of a less sum of money in sat- 
isfaction for a greater sum due, will not be sufficient to sustain 
an accord and satisfaction; but where the creditor, in order to 
avoid a suit on an account, the result of which he is doubtful, 
agrees to receive any sum in full satisfaction of the amount 
claimed to be due on account, and the debtor pays the sum 
agreed upon, such agreement of payment will completely dis- 
charge the debtor from liability. In other words, a receipt in 
full operates as a release, especially if the amount of the debt 
was doubtful at the time of the receipt. 


In the instant case, if, at the time of payment of the claim, 
there was no dispute as to the amount due, the acceptance of 
the check, in our opinion, would be regarded as a simple pay 
ment and would not be an accord and satisfaction. See Caravia 
vs. Levy, 119 N. Y. S. 160. 


Notice of Claim 


Texas.—Question: One of our members advises that he saw 
a press notice some days ago to the effect that the Supreme 
Court or some other court of competent jurisdiction, had held 
that paragraph 2, section 2, Uniform Bill of Lading, requiring 
that claims for loss and damage be made in writing within six 
months after delivery of property, or after a reasonable time 
for delivery, could_not be enforced by the carrier. 

I have not seen any reference to such a decision and will be 
pleased to have you advise if you know anything of this. If 
so, please give me reference to the decision. 

Answer: The decision to which you refer is no doubt that 
of Hailey vs. O. S. L., 253 Fed. 569, in which case the court was 
called upon to pass upon this provision of the bill of lading 
and, in sustaining a motion om the part of the plaintiff to strike 
out the part of the answer of the defendant setting up the lack 
of notice of a claim, said in part: “It must be admitted that 
the meaning of the proviso is extremely obscure. The subject 
matter which Congress had under consideration was the extent 
to which the carrier should be permitted to go in exacting notice 
and the presentation of claims for damages. In the principa 
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WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


PACIFIC COAST WEST AFRICA 


Agents for Atlantic, Gulf & Pacific Steamship Agents ‘or Bull West African Service— 
Corporation—A-1 Steamers A-1 Steamers 
















Mobile to Los Angeles Harbor, San Francisco, 


Mobile / West African ports, via Azores, Canary 
Portland and Seattle. 


and Madeira Islands. 









ST. LOUIS OFFICE: 1217 Pierce Building 


BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager 


GEO. C. McLAUGHLIN, Manager 
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clause it is declared that it shall be unlawful to require notice 
in less than three months, the filling of claims in less than four 
months, or the bringing of suit in less than two years. Such a 
provision would seem to be both clear and reasonable. But 
why an exception to it? Why, in the absence of fraudulent con- 
cealment or some extraordinary disability, excuse the shipper 
in any case from giving notice or filing his claim or commencing 
his suit within the period prescribed? No satisfactory answer 
has been suggested, and apparently none is at hand. We can- 
not with assurance, therefore, interpret the proviso in the light 
of the object intended to be accomplished, nor can a construc- 
tion be condemned merely because thereunder the provision 
does not commend itself to us as being entirely reasonable.” 


Loss in Shipment Moving Under Clear Seal Record 


Illinois —Question: Kindly advise if railroad can be held 
liable to the following: An L. C. L. shipment of scrap aluminum 
castings was weighed on the wagon scale of the carrier (under 
supervision of Western Weighing and Inspection Bureau) at 
originating point and uniform bill of lading with weight in- 
serted on same issued to shipper, together with original scale 
ticket as weighed by the sworn weigher for the W. W. & I. B., 
and a less quantity was delivered to consumer at destination, as 
per receiving clerk’s affidavit. The shortage was 804 pounds 
on a shipment of 12,560 pounds, and carrier informed us that 
shipment moved under clear record. This material was loaded 
direct into car at team track and forwarded to destination with- 
out any other merchandise loaded in the same car. In other 
words, moved as a carload shipment on an L. C. L. rate. The 
above moved between two points in Illinois. 

Answer: In actions against a carrier for damages sus- 
tained by the owner of goods by reason of the carrier’s default, 
whereby a loss or an injury has happened to them, whether the 
action be based upon the breach of duty or upon the contract, it 
will be necessary for the plaintiff to show a delivery of the 
goods to him, an undertaking or contract on his part, either 
express or implied, to transport them as alleged, and the failure 
to perform the contract or his duty according to his under- 
taking. Hutchinson on Carriers, Vol. 3, section 1346. Upon 
such a showing, the burden then rests upon the carrier of prov- 
ing that the loss occurred through some cause for which it is 
not liable as an insurer. Galveston, etc., R. R. vs. Wallace, 223 
U. S. 481. In claims for damages for loss in transit, evidence 
of the owner that a certain quantity of goods was loaded at 
shipping point and that the same quantity was not delivered 
at destination point, makes the carrier prima facie liable for 
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the difference, and places upon it the burden of proving that it 
did not in fact receive the quantity of goods as covered by the 
bill of lading or that the loss was caused by an act of God, the 
public enemy or the fault of the shipper. The fact that ship. 
ment is moving under a clear record does not relieve the carrier 
of liability for the shortage. See Baker vs. Dittlinger Roller 
Mills Co., 203 S. W. 798. So, in the instant case, if you can 
prove that the carrier received 12,560 pounds of scrap castings 
and that it delivered but 1,156 pounds, you should recover for 
the loss of 804 pounds. 


Digest of New Complaints 

DJ * 

No. 12951, Sub. No. 1. John A. Roebling’s Sons Co., Trenton, N. J., vs. 

Philadelphia & Reading et al. 

Unjust and unreasonable rates on furnace or fluxing limestone 
between Swatara, Pa., and Roebling, N. J. Ask for establishment 
of just and reasonable rates and reparation. 

3 — American Salt & Coal Co., Lyons, Kan., vs. A. T. & S. F. 

et al. 

Unfair, unjust, discriminatory rate of 35 salt from 
Lyons, Kan., to Chicago in that it exceeded rate of 21 cents. 
Asks cease and desist order and just and reasonable rates. 

. 13222, Sub. No. 1. Bevis Rock Salt Co., Lyons, Kan., vs. A. 7. 

& S. F. et al. 

Same complaint and prayer. 

. 13223. Royal Salt Co., Kanopolis, Kan., vs. A. T. & S. F. et al. 
Unjust and unreasonable rate of 35 cents on salt from Kanop- 
olis, Kan., to Chicago in that it exceeds 21 cents; to Minne- 
apolis in that it exceeds 21% cents, and to St. Louis to extent 
it exceeds 20% cents. Asks cease and desist order and just and 
reasonable rates. 

13224. San Francisco-Sacramento Railroad Co., 
Cal., vs. Sacramento Northern Railroad. 

Unreasonable and discriminatory rates for switching services 
at Sacramento, Cal. Asks establishment of charge of $3 per car 
and return of charges collected on basis of 371%c per ton, mini- 
mum charge $6 per car. 

. 13225. Todd Dry Dock & Construction Corporation, successor to 
Seattle Construction & Dry Dock Co., Tacoma, Wash., vs. C. M. 
& St. P. et al. 

Unjust, unreasonable, excessive rates on 27 cars of steel plates 
shipped from Munhall, Pa., to Seattle, Wash., in 1917. Asks 
reparation. 

13226. Andrews Brothers et al., Greenville, 
Canton & Youngstown Ry. Co. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates and unjustly discriminatory and unduly preferen- 
tial rules, regulations and practices on shipments of potatoes from 
points in lower peninsula of Michigan to various interstate des- 
tinations. Asks cease and desist order, just and reasonable maxi- 
mum rates, rules, regulations and practices, and reparation. 


cents on 


San 


Francisco, 


Mich., vs. Akron, 


Docket of the Commission 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


November 7—San Francisco, Calif.—Examiner Seal: 


13049—E. H. Edwards, doing business as E. H. Edwards Co. vs. Di- 
rector General. 


12968—Judson Mfg. Co. vs. Director General and Southern Pacific. 
Nov. 7—Madison, Wis.—Examiner Money: : 
1612—Joint application of Rock County Telephone Co. and Wiscon- 
sin Telephone Co. for a certificate that proposed consolidation will 
be of advantage to persons to whom service is to be rendered and 
in the public interest. 
November 7—New York, N. Y.—Examiner Disque: 
13098—Arbuckle Bros. et al. vs. Ann Arbor et al. 
November 8—Argument at Washington, D. C.: 
* 12146—National Live Stock Shippers’ League et al. vs. A. T. & S. F. 
et al. (This will include all pending applications.) 
November 8—San Francisco, Calif.—Examiner Seal: 
13056—California Cotton Mills Co. vs. Southern Ry. et al. 
November 9—Argument at Washington, D. C.: 
11313—The Grand Ronde Lbr. Co. vs. Director General, O.-W. R. & N. 
10128—Lumber carload minima. 
November 9—San Francisco, Calif.—Examiner Seal: 
12912—The San Francisco Wholesale Dairy Produce Exchange vs. 
Am. Ry. Express Co. 
November 10—New York, N. Y.—Examiner Pitt: 
* Fourth Section App. 12095 of R. N. Collyer—Mine rock salt from 
New York points to eastern and New England points. 
November 10—Washington, D. C.—Examiner Fuller: 
1. and S. 1420—Fruits and vegetables to Duane Street, New York. 
November 10—New York, N. Y.—Examiner Butler: 
12893—Transportation of strawberries by express in C. L. lots in pas- 
senger trains from Florida to northern markets. 
12981—Railroad Commissioners of the state of Florida vs. 
Ry. Express Co. 
November 10—Argument at Washington, D. C.: 


10733—National Paving Brick Manufacturers’ Assn. et al. vs. Di- 
rector General, A. & V. et al. 


oe Tank and Silo Co. vs. Director General, C. & N. 
. et al. 
November 10—Washington, D. C.—Examiner Early: 
1. and S. 1411—Stone from Chicago and west to California terminal 
and intermediate points. 
November 10—San Francisco, Calif.—Examiner Seal: 
12983—Crown Willamette Paper Co. vs. Director General et al. 


American 


November 11—Cincinnati, O.—Examiner McQuillan: 
12984—The Exchange of the Cincinnati Grain & Hay 

vs. B. & O. et al. 

November 11—Ogden, Utah—Examiner H. J. Wagner: 
13021—The Wyoming Sugar Co. vs. Director General and C. B. & Q. 
13021 (Sub. No. 1)—The Wyoming Sugar Co. vs. Director General 

and C. B. & Q. 

November 11—Argument at Washington, D. C.: 

10733—National Paving Brick Manufacturers’ 
rector General, A. & V. et al. 

11006—Kalamazoo Tank and Silo Co. vs. 
N. W. et al. 

November 12—Fairmont, W. Va.—Examiner Fuller: 
13055—The Monongahela Power & Ry. Co. vs. Director General. 

November 12—Cincinnati, Ohio—Examiner McQuillan: 
13020—Nivison-Weiskoff Co. vs. Director General. 

November 12—Argument at Washington, D. C.: 

Finance Docket 1237—Cleveland passenger terminal case. 

November 14—Chicago, Ill.—Examiner Disque: 

Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940 and 12094. 

November 14—Chicago, Ill—Examiner Hosmer: 
12950—The Atlas Portland Cement Co. vs. Director General. 

November 14—Wheeling, W. Va.—Examiner Fuller: 
13040—Hazel Atlas Glass Co. vs. Director Gencral and P. R. R. 

November 14—Macon, Ga.—Examiner Woodrow: 
13011i—-Macon Chamber of Commerce ys, C. N. O. & T. P. et al. 
13016—Macon Chamber of Commerce ¥8 A. C. lL. et al. 
13017—Ideal Supply Co. vs. Sou. Ry. ct ii. 

November 14—Pittsburgh, Pa.—Examiner Shanati It: 
13065—Pittsburgh Steel Co. vs. Director General, P. Lt. LR. 
13005—Weirton Steel Co. vs. Monongahela Ry. et al. 

November 14.—St. Louis, Mo.—Examiner McQuillan: 
12963—Neidringhaus Metal Ware Corp. et al. vs. A. T. & S. F. et al. 

Portions of fourth section app. 701 of Agents Leland and Tucker. 

* I. and S. 1432—Stoppage of soods in transit, 

November 14—New York, N. Y.—Examiner Flynn: sa. ial 
oo Motor Co. of New York vs. Director General, G. T. 

~ SC. a. 
12942—The Diamond Match Co. vs. Director General. 

November 14—Pueblo, Colo.—Examincr H. J. Wagner: 
12985—Norman H. Schlieper vs. Southern Pacific et al. & 
1. and S. 1412—Non-application of Group J rates from_and to D. 

R. G. W. stations south and east of Grand Junction, Colo. 

November 14—San Francisco, Calif.—Examiner Seal: 


1, and S. 1393—Cotton and cotton linters to Pacific coast ports fo 
export. 


Exchange Co. 


Assn. et al. vs. Di- 


Director General, C. & 
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—express service at freight rates 


across the Pacific 


12 Days to Yokohama 
ONLY 


14 Days to Kobe 

18 Days to Shanghai 

2 Days to Hong Kong 
26 Days to Manila 


SAILINGS 
- « +» November 26 SS ELDRIDGE ... . . . November 30 
*SS PINE TREE STATE .. . December 10 


(*Combination 21,000 ton freight and passenger liners, speed 17}4 knots.) 
(Through bills of lading issued in connection with our feeder services and other lines.) 


FAST, FREQUENT COASTWISE SERVICE 


Between 
SEATTLE PORTLAND 
TACOMA SAN FRANCISCO 
VICTORIA LOS ANGELES 
VANCOUVER SAN DIEGO 


and all Alaska Points 
For Additional Sailing Dates, Rates, Detailed Information Apply to 


142 South Clark Street, Chicago 17 State Street, New York 
Agencies All Cities Pacific Coast and Orient 


M. J. WRIGHT, Freight Traffic Manager, Seattle 
L. L. BATES, Foreign Freight Agent, Seattle 


Pacific Coast Agents—Nawsco Line—Fast Intercoastal 


—ma h 
Freight Service between East and West Coast Ports. make the 


American Flag 
your shipping guide 


ON 


MIRAL 


PACIFIC 


LINE 





Mi. F ALEXANDER. PRESIDENT 


STEAM S HIP COM PAN Y 


968 


November 15—Washington, D. C.—Examiner J. E. Smith: 

13110—M. & St. L. R. R. Co. vs. Peoria & Pekin Union Ry. 
November 15—New York, N. Y.—Examiner Flynn: 

12987—Barnes Foundry Co. vs. C. R. R. of N. J 

12978—The Quaker Oats Co. vs. Director General, Can. Natl. et al. 


November 15—St. Louis, Mo.—Examiner McQuillan: 
12989——Barnett-Fisher Coal & Mining Co. vs. Marion & Eastern et al. 
November 15—Butte, Mont.—Examiner Pattison: 
13069—Montana Express case. 
November 16—Washington, D. C.—Examiner McGrath: 
13006—East Coast Potato Distributors vs. N. Y. P. & N. et al. 
November 16—Atlanta, Ga.—Examiner Woodrow: 
12786—Southern Fisheries Assn. vs. Am. Ry. Exp. Co. et al. 
12960—Portsmouth Cotton Oil Refining Corp. vs. N. Y. P. & N. et al. 
a, ee a TE rh aces Cotton Oil Refining Corp. vs. Di- 
rector General. 
* 12784—Southeastern Express Co. vs. Am. Ry. Exp. Co. 
November 16—St. Louis, Mo.—Examiner McQuillan: 
13071—In the matter of intrastate rates of the Terminal R. R. Assn. 
of St..Louis and other carriers within the state of Illinois. 
* 13216—East St. Louis Stone Co. vs. Terminal R. R. Assn. of St. 
Louis et al. 
November 16—Parkersburg, W. Va.—Examiner Fuller: 

13064—H. M. Spence vs. Director General, B. & O. et al. 
November 16—Cleveland, O.—Examiner Shanafelt: 
13086—The Standard Oil Co. vs. Director General and A. C. & Y. 

November 16—New York, N. Y.—Examiner Flynn: 
13018—The Borden Sales Co., Inc., vs. Director General. 
13012—American Trading Co. vs. Director General. 
13012 (Sub. No. 1)—The Hatters Fur Cutters Assn. of the U. S. A. 
et al. vs. Director General. 
13012 (Sub. No. 2)—General Hide & Skin Corp. vs. Director General. 
13012 (Sub No. 3)—Surpass Leather Co. vs. Director General. 
November 16—Argument at Washington, D. C.: 
1! and S 1365—Routing on coal from W. Md. Ry. mines to eastern 
destinations. 
! and S 1357—Application of rate and minimum weight on live stock 
in mixed carloads. 
12022—New England Paper and Pulp Traffic Assn. vs. Hoosac Tun- 
nel & Wilmington R. R. et al. 
November 17—Washington, D. C.—Examiner J. E. Smith: ° 
* I. and S. 1435—Lumber from Morehead, Ky., to eastern points. 
November 17—Argument at Washington, D. C.: 
* 11757—C. St. P. M. & O. Ry. Co. et al. vs. Great Lakes Transit Corp. 
November 17—Chicago, Ill.—Examiner Hosmer: 
a 50 we Eny Products Co. et al. vs. Director General, Ann Arbor, 
e al. 
12624—-0-So-Ezy Products Co. et al. vs. Director General, Abilene & 
Southern et al. Such fourth section departures as may exist. 
November 17—New York, N. Y.—Examiner Flynn: 
13010—New York Dock Ry. vs. B. & O. et al. 
November 17—Toledo, O.—Examiner Shanafelt: 
12971—The Rocbond Co. vs. Director General, L. & N. et al. Por- 


tions of fourth section apps. 1952 of L. & N. and 2060 of J. F. 
Tucker, agent. 


INTERSTATE COMMERCE 
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November 17—Chicago, Ill,—Examiner Disque: ; 
Portions of Fourth Section App. 8835 of R. H. Countiss. 


November 17—Argument at Washington, D. C.: 

* 8418—Railioad Commission of Louisiana vs. Aransas Terminal Ry, 
et al. and affiliated cases in so far as they concern reasonableness, 
relationship and propriety of differential rates to and from points 
on the Stamford & Northwestern branch of Wichita Valley R. R, 

* 11764—In the matter of intrastate rates within the state of Texas, 
in so far as it concerns reasonableness, relationship and pro} riety 
of the rates between El Paso and Ft. Bliss and Material Yard, Tex, 


November 18—Lexington, Ky.—Examiner Fuller: 
* 13196—Lexington Granite Co., Inc., vs. Director General. 


November 18—Washington, D. C.—Examiner McGrath: 
13092—Sloss-Sheffield Steel & Iron Co. vs. Director General. 


November 18—Detroit, Mich.—Examiner Shanafelt: 
13088—White Star Refining Co. vs. Director General. 
13047—The City of Detroit vs. C. & O. et al. 


November 18—Boise, Ida.—Examiner Pattison: . 
13066—In the matter of intrastate rates of the Amer. Ry. Exp. Co, 
between points in the state of Idaho. 
November 18—Chicago, Ill—Examiner Hosmer: 
12956—Carnation Milk Products Co. vs. Director General, C. M. 
oe. FP. 
12957—Carnaton Milk Products Co. vs. Director General and N, P. 
12958—Carnation Milk Products Co. vs. Director General and G. N, 
November 18—New York, N. Y.—Examiner Flynn: 
13039—Hidalgo Steel Co., Inc., vs. P. R. R. 
November 18—Argument at Washington, D. C.: ' 
(and S 1344—Estimated weights on berries in pony refrigerators. 
9294—-Portland Traffic and Transp. Assn. vs. Sou. Pac. and Di- 
rector General. : 
9434—Portland Traffic and Transp. Assn. vs. Sou. Pac. et al. 
9472—Medford Commercial Club vs. Sou. Pac. and Director Gen- 


eral. 
12830—Klamath County Chamber of Commerce vs. Sou. Pac. 
November 19—Washington, D. C.—Examiner McGrath: 
13109—Star Timber Co. vs. C. & N. W. 
November 19—Anniston, Ala.—Examiner Woodrow: 
1310i—Southern Manganese Corp. vs. Director General. 
November 19—New York, N. Y.—Examiner Flynn: 
13036—Cayuga Operting Co., Inc., vs. Director General. 
November 19—Argument at Washington, D. C.: 
11460—Minnesota By-Products Coke Co. vs. 
B. & Q. et al. 
12171—Public Service Commission of Nevada vs. A. T. & S. F. et al. 
11426—Ill. Cent. R. R. Co. et al. vs. N. O. G. N. et al. 
November 19—Omaha, Neb.—Examiner Disque: : 
Portions of Fourth Section Apps. 8835 of R. H. Countiss. 
November 21—Washington, D. C.—Examiner McGrath: 
12497—United States of America vs. Director General, B. & O. et al. 
12497 (Sub No. 1)—United States of America vs. Wharton & North- 
ern, Director General et al. 
November 21—Battle Creek, Mich.—Examiner Shanafelt: 
13015—Kellogg Toasted Corn Flake Co. vs. A. T. & S. F. et al. 


COMMISSION HEARINGS 


Director General, C. 


TRANSCONTINENTAL FOURTH SECTION APPLICATIONS—App ‘ications tor relief from provisions of Fourth Section of Interstate 

Commerce Act in connection with rates on various commodities, car’oads, from Eas‘ern d>fmed territories to Pacific Coast termi- 

nals, beginning Chicago, November 11th, before Examiner Disque. Hearings wil) a’so be held at Omaha, Denver, Helera, Mont., 
Salt Lake City, Boise, Spokane, Portland, Ore., San Francisco, Reno, Phoenix, Atlanta, New Orleans and New York. 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 
fic World) throughout the country except Washington should be addressed 


DIRECTORY OF ATTORNEYS 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Forelgn Commerce 
Bpecialist & Counsellor 
Rate Analysis—Claims 
| Transportation 971 SPITZER BLD@. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to Btate, 
Interstate and Foreign Commerce 


414 The Arcade 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 

The charge, as fixed by the Commission, is 12% cents per page for 
each copy furnished. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Mxaminer, Interstate 
Commerce Commission, and prior thereto engaged im the 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal! Courts. 


701-706 WOODWARD BLDG., WASHINGTON 





CLEVELAND, O. 


JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
and Express Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 


EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions a0 


CHICAGO railroad and rate litigation and claims. 
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Mip-West Box Company 





Look for 
the 
Trade Mark 








Announce 


The “Perfect Package” 


A WATER-PROOF Corrugated Fibre Box 


with Triple Tape Corner and Offset 
Score. The first Fibre Box to stand 
up after being water soaked. 


Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 





GENERAL OFFICES: 
1337 Conway Building Chicago, IIl. 


FACTORIES: 
Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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Hauling lots of Freight 
but doing it well 


KANSAS, OKLAHOMA 
& GULF RAILWAY 


A busy Railroad in these times 
indicates it has something 
unusual to offer. Fast, de- 
pendable, (and the most im- 
portant) personal service is 
keeping us busy. 


Miami, Muskogee, Tulsa, Oklahoma 
City, Henryetta, Okmulgee, Durant, 
Oklahoma; Texas, Texas Gulf Ports, 
California, (via Denison and El 
Paso, Tex.), Mexico (via Laredo, 
Eagle Pass, or El Paso). We have 
the equipment and facilities to 
render high class service. 





These representatives will be glad to furnish in- 


formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
$30 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 


Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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Wetzel Drop Front 
Tariff Files 


(PATENTED) 


The Best File for Filing and Referring to Tariffs Instantly 


NO INDEXING REQUIRED 


rs 















lexico Efficient Convenient Simple 


SOME SATISFIED USERS IN THE STEEL AND IRON 
INDUSTRY: 


q —-Ti—Top Section 


Empire Steel & Iron Co., Catasauqua, Pa. 
J. G. Brill & Company, Philadelphia, Pa. 
Oliver Iron & Steel Co., Pittsburgh, Pa. 
Lancaster Steel Products Co., Lancaster, Pa. 


-T2—Tariff file 
Wheeling Steel Corporation, Wheeling, W. Va. Sect. 


jon with 


‘hi- Cromwell Steel Company, Lorain, Ohio. ee 2 iach 
The Falcon Steel Company, Niles, Ohio. “Rated 


Hydraulic Pressed Steel Company, Cleveland, Ohio. 
Murphy Iron Works, Detroit, Mich. 

Inland Steel Company, Indiana Harbor, Ind. 

American Manganese Steel Company, Chicago Heights, Ill. 
Jones & Laughlin Steel Company, Chicago, Ill. 


Briggs & Turivas, Inc., Chicago, IIl. -T3—T ariff file 


Milwaukee Corrugating Company, Milwaukee, Wis. a 
American Metal Company, St. Louis, Mo. Drop Front 
Drawers. 


Northwestern Steel & Iron Works, Little Rock, Ark. 
Peden Iron & Steel Company, Houston, Tex. 

West Point Manufacturing Company, West Point, Ga. 
Pacific Coast Steel Company, San Francisco, Cal. 
Jos. T. Ryerson & Son, Chicago, IIl. 

Acme Steel Goods Company, Chicago, Ill. 

La Salle Steel Company, Chicago, IIl. 


een _T5—Sliding 
Shelf S ec- 
tion. 


—T4—T ariff file 
Secti 





ges —T6—Two-drawer 

ler. _— 

cas, —T7—8 a ni tary 
== 

t in 

“4 A STACK OF WETZEL DROP FRONT TARIFF FILE SECTIONS 


bi (Measuring outside 45 inches wide, 5734 inches high and 13 inches deep) 
1¢ 
iled 


Start with any number of sections and build up as your requirements grow 


, P. A. WETZEL COMPANY 
‘¢ MANUFACTURERS 
Address all correspondence to 
Salesroom: General Office and Factory: 
ARD 1351 Marquette Building, Chicago Springfield, Illinois 


Telephone: Central 2845 
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WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 


EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


PACIFIC COAST WEST AFRICA 


Agents for Atlantic, Gulf & Pacific Steamship Agents for Bull West African Service— 
Corporation—A-1 Steamers A-1 Steamers 


Mobile to Los Angeles Harbor, San Francisco, Mobile / West African ports, via Azores, Canary 
Portland and Seattle. and Madeira Islands. 


(Co}.) 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 











